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HOOVER AND FREIGHT RATES 

It is not our intention in anything we have said or 
may say about the two presidential candidates now 
before the country to advocate the election or defeat of 
one or the other. We stay out of politics and, in dis- 
cussing candidates, confine ourselves to their connection 
with and views on transportation. Even if we should 
go so far as to support or oppose one of the candidates 
on the ground of his transportation views, it is, of 
course, true that there are many other considerations 
than transportation that would and should be influential 
in deciding the vote even of a man whose business or 
chief interest is transportation. Nevertheless, we have 
always tried to give our readers the facts within our 
field, not only as to men holding office, but as to candi- 
dates for offices, when those offices are or may be used 
to affect or formulate transportation policies or in the 
administration of transportation laws and regulations. 
We are continuing that policy. 

We have already in this campaign dealt with the 
views of the two candidates with respect to inland wa- 
terway transportation. The view of Herbert Hoover, 
of which he has been an active champion for some time, 
has met with our unqualified disapproval from the first. 
It is, however, rather a popular view, we admit, though 
its popularity is more or less local and only seems gen- 
eral because the localities that it would harm, if put 
into effect, seem rather asleep. The railroads, too, 
though not, perhaps, asleep, have been silent and com- 
placent, for the most part, in the face of this proposed 
and even actual subsidized competition. Governor 
Smith, however, has followed Hoover’s suit in advo- 
cating a policy of inland waterway development, with- 
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out laying down any new principles in connection with 
it or advocating any exceptions to the general plan. So 
there is little comparison to be afforded here, except 
that Mr. Hoover is more pronounced and definite in 
his views, and also that he doubtless knows more about 
the subject. Governor Smith, no doubt, and his party 
platform are supporting the policy because it seems 
good politics to do so. What Mr. Hoover’s motives are 
can only be conjectured. Perhaps he really believes in 
the policy he advocates, though, as we have said, it is 
difficult for us to believe that. Perhaps he also is in- 
fluenced by political considerations. 


But we come now to the matter of freight rates, in 
which Mr. Hoover—not in this campaign, to be sure, 
but in many and strenuous ways previous to this cam- 
paign—has expressed himself in no uncertain terms and 
has succeeded, even while holding only a position in the 
President’s cabinet, in making his views, to a consider- 
able extent, prevail. His views, we may say, were more 
or less popular at the time they were uttered. Perhaps 
it would be more accurate to say that most persons— 
even the railroads—listened to them without protest 
and without much serious thought as to the harm they 
might cause. We are proud to say that we were not 
among the complacent ones and we have lived to see 
our views, expressed often and vigorously at the time 
when the subject was new, prevail, if not in legislation 
or repeal of legislation, at least in the opinions of most 
persons whose views in such matters are worth while. 
Governor Smith is happily out of this picture. So far 
as we know he has no views with respect to what the 
freight rate structure ought to be or how rates ought 
to be made. 

We are speaking, of course, of the theory of rate- 
making that finally took form in the Hoch-Smith reso- 
lution, actually favored, at the time it was adopted, by 
many who shoyld have known better; viewed compla- 
cently by many others who, though not, perhaps, 
affirmatively favoring it, were still not clear-sighted, or 
far-seeing, or courageous enough to oppose it; and now, 
perhaps, the most universally condemned and ridiculed 
rate policy in regulatory law. Herbert Hoover was the 
father of the thought that finally took form in this reso- 
lution. There is no doubt about that, and it is generally 
admitted by those acquainted with the facts. Those 
who are not acquainted with them may become so by 
reading the history of the times as recorded in current 
issues of The Traffic World and from other authentic 
sources. 
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LLINOIS TERMINAL RAILROAD SYSTEM is 
the only railway that enters St. Louis over its 
own rails and its own bridge. 


The electrified and steam lines within this group of 
carriers connect with all railroads in St. Louis and 
have arrangements by which every private industry 
on other railroads in St. Louis may be reached under 
switching absorption. 


A new 7,000 foot viaduct leading to the Illinois 
entrance of McKinley Bridge facilitates and speeds 
up handling of freight into and out of the St. Louis 
gateway. 


Illinois Terminal Railroad System has joint freight 
rates and interchange with principal railroads in 
the United States. 


Freight shipments to, from or via St. Louis receive 
prompt handling and personal attention. 


Freight Traffic Department, 1221 Locust St., St. 
Louis, Mo. 
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At a recent open forum meeting of the Traffic Club 
of Chicago, Mr. J. P. Haynes, of the Chicago Associa- 
tion of Commerce, in discussing the Hoch-Smith reso- 
lution, which had been referred to in the political control 
resolution under consideration, traced the history of the 
Hoch-Smith resolution and laid the baby on Herbert 
Hoover’s doorstep. He explained, however, that all this 
took place some time ago and that he believed Mr. 
Hoover had expelled all this false doctrine from his 
system. We hope so, indeed, if he is to be our next 
President, but there is no public indication of it, that 
we know of, except that it might be suspected that, if 
he had not changed his mind, he would, in these days 
when relief for the farmer is even more the clamor than 
it was when he enunciated his idea of relief for him 
through freight rates, among other methods, still be 
talking about that method, but he is not. 

Without going too much into detail and consuming 
too much space, we cannot, perhaps, do better at this 
time than to reproduce the following editorial from The 
Traffic World of December 8, 1923, commenting on 
President Coolidge’s current message to Congress: 


Secretary Hoover seems also to have sold the President his 
idea for a revision of the freight rate structure, the idea being to 
relieve the farmer by lowering the rates on his product, but to 
protect the railroads, on the other hand, from injustice by read- 
justing rates so that the carriers shall not be compelled to take 
a loss in revenue. We do not know whom other than Mr. 
Hoover the President has in mind when he says that “competent 
authorities” agree that this readjustment should be undertaken, 
but he may have reference also to the report of the U. S. Cham- 
ber of Commerce committee on readjustment of relative freight 
schedules, which was commented on in these columns last week. 
This committee, though it found that a better adjustment of 
relative rates was advisable, did not approach the problem from 
the point of view of relief for the farmer. 


In The Traffic World of September 22, 1923, will be found 
Secretary Hoover’s views, as then expressed, on this matter. In 
that interview he reiterated views expressed by him with refer- 
ence to railroad rates. He said there should be a reduction of 
rates on agricultural products as a complement to a general re- 
vision of the rate structure. He said the question of a general 
rate revision was delicate and involved, and one for careful con- 
sideration by the Commission. He also believed that if the rail- 
roads were consolidated into a limited number of systems, a 
revision of rates, such as he had in mind, would be more easily 
accomplished than it could be under existing conditions. 


Some of the grain-carrying roads in the West, he said, prob- 
ably could not stand a reduction in rates on agricultural products. 
He said he did not believe it would be desirable to reduce only 
the rates on agricultural products in the absence of a general 
revision of rates. He said that, compared to class rates, com- 
modity rates were too high. 


These views of the Secretary first received prominence about 
the time President Harding called in the railroad executives and 
urged them to make voluntary reductions in rates on basic com- 
modities. The same views were expressed by him in his annual 
report last year. The Secretary also testified along the same 
line in the 1922 reduced rate case. The later expression of his 
views was in connection with a discussion of plans of President 
Coolidge to give relief to the farmer. 


_ In his annual report for 1922 Secretary Hoover stated his 
views as to the need for a thorough reorganization of the rate 
structure as follows: 


In an era of wide disparity between farmers’ income and that in and of 
industry, the transportation rates have proven to be a heavy burden on agri- 
culture. On the other hand, under present conditions railway earnings are 
obviously not large enough to assure railway expansion. Some relief, both 
to the railways and the farmer, may be obtained by thorough reorganization 
of the rate structure. Some classes and areas of traffic are carried at actual 
loss; others are carried at lower rates than the relative value of the com- 
modities warrant; and a series of scientific upward readjustments should be 
made in some cases in order to give the railways and the shippers of primary 
commodities and agricultural produce some relief. The recent reduction of 
10 per cent in rates on luxuries as well as on primary goods contributed 
nothing to commerce and impoverished the railways just that much. The 
tangled skein of rates seems a mesh in which there is so persistent a resistance 
against every constructive proposal that we are incapable of rescue except by 
some complete departure in: courage. 


The article in The Traffic World of September 22 continued 
as follows: 
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: Secretary Hoover said some relief could be given to the farmer by read- 
justment of railway rates in such fashion as to impose larger burdens upon 
high-priced commodities and lower rates on primary produce. In his restate- 
ment of these views this week Mr. Hoover said he did not wish to be mis- 
understood—that he was not advocating a reduction alone in rates on agri- 
cultural products, but rather a readjustment of the rate structure that would 
permit reductions in rates on agricultural products and increases in other rates. 


While it was apparent that the Secretary was simply restating his views 
on the subject of rates, significance was attached to his remarks because Presi- 
dent Coolidge and the Cabinet have under consideration measures for the 
relief particularly of the farmers in the western grain-producing states. 


There is the possibility that President Coolidge, as one of the results of 
the administration’s investigation into the agricultural situation in the West, 
may call the rate situation to the attention of the Commission, although at 
this time the President’s attitude on that factor in the situation is unknown. 
If the President approves Secretary Hoover’s- views it is regarded as possible 
that he might refer to the rate situation as a part of recommendations involving 
a program to be along constructive lines for the relief of the farmer. No 
immediate relief, of course, could be given the farmer through a revision of 
the rate structure along the lines advocated by Secretary Hoover, because such 
a revision by the Commission would necessarily be preceded by a thorough 
and extended investigation. Such an investigation, it is pointed out, might 
be regarded by the President as properly being a part of a program to put 
agriculture on a sound, economic basis. 


There is considerable to be said in behalf of a revision of 
freight rates, and considerable has been said. We believe it to 
be dangerous, however, to adopt a policy of readjustment of 
rates as a means of relieving an industry merely because that 
industry—or a part of it—happens to be in bad shape with 
respect to profits. If for the farmer, why not for some other 
industry? If freight rates are in need of revision, then they 
should be revised, and it may be that, in the revision, the rates 
on farm products, or on some farm products, would be lowered. 
We think the President goes too far, however, when he conveys 
the impression, as he does in his message, that authorities agree 
that a readjustment of freight rates ought to be undertaken for 
the relief of the farmer. If they do agree that there ought to 
be a general readjustment—and if they do we do not know when 
or how that agreement was reached or made known—they cer- 
tainly have not agreed merely for the purpose of relieving the 
farmer. We think competent authorities would be more likely 
to agree that the freight rate has little to do with the plight of 
the farmer. At least it should not be assumed or stated at this 
time that rates should be revised in the interest of the farmer. 
The most that should be said to Congress is that, perhaps, there 
should be a revision of the freight rate structure and that Con- 
gress might well call the matter to the attention of the Interstate 
Commerce Commission, or even instruct it to make an investi- 
gation. Congress undoubtedly has the technical power to tell 
the Commission to revise rates on any theory that seems good 
to the law-makers, but, in any circumstances, it should do no 
more than tell the Commission to investigate. 

President Coolidge’s message with respect to this matter, 
though perhaps not so intended, will be a source of encourage- 
ment to the radicals who have been shouting that high freight 
rates are the cause of the farmer’s misfortune. It will also, prob- 
ably, be the signal for a long drawn out investigation by the 
Commission of the entire rate structure, with a result that is 
not likely to be more generally approved than the present situa- 
tion. If the Commission follows its apparent tendency in recent 
months to follow suggestions as to what the White House and 
Congress might wish it to do, it may be expected to institute an 
inquiry without even waiting for Congress to give orders. 


Readers will readily recall what has happened since 
that editorial was written. Though Mr. Hoover, so far 
as we know, never spoke in favor of the present Hoch- 
Smith resolution, he did favor the original Hoch resolu- 
tion, on which the later resolution was based, and his 
and other utterances from high places, combined with 


‘the efforts of the farm bloc and demagogues generally, 


resolved to do something or to appear to do something 
for the farmer, resulted in the Hoch-Smith resolution, 
declaring that rates should be made as low as possible 
on agricultural commodities because of the alleged de- 
pressed condition of the industry. It is true that Mr. 
Hoover’s idea was that such reductions should be ac- 
companied by corresponding increases on other com- 
modities, but that is not what has taken place and it 
was futile to hope that it would take place. Readers 


may approve or disapprove of Mr. Hoover’s course or 
have their own ideas of whether his opinions have 
changed in the light of events, but we have given his 
record in this matter. 












REGULATION BOGGING DOWN 


Addresses at the transportation conference held in connec- 
tion with the annual convention of the Associated Industries 
of Massachusetts at Boston, Mass., October 17 and 18, were 
based on the proposition that the work of the Commission, in 
the regulation of the railroads, was unsatisfactory to both 
shippers and carriers. The speakers were C. E. Childe, presi- 
dent of the National Industrial Traffic League, and A. E. Heiss, 
chief of the Washington News Bureau of The Traffic World. 

Mr. Childe said there was too much regulation now. He 
advocated elimination of all governmental efforts to enforce 
consolidation of railroads, the initiation of rates and attempts 
at railroad management. Regulation, he said, should be con- 
fined to the assuring of reasonable rates and service free from 
discrimination, rates to be based on accurate cost information 
and properly related to cost and value of service, instead of 
on guesswork. 

As preparation for the return to what he called the true 
function of regulation—that of making just, reasonable and 
nondiscriminatory rates—Mr. Childe outlined the restrictive 
legislation enacted on account of the sins of the railroads com- 
mitted in the era of fiercest competition after the era of con- 
struction, culminating in the transportation act of 1920. After 
enumerating the additions to the work of the Commission made 
by the transportation act of,1920 he invited his hearers to think 
of all that burden on the shoulders of eleven men! 

“Is it not obvious that we have gone far beyond the bound- 
aries of necessity and prudence in attempting all these things 
in the name of regulation?” he asked. “Is it any wonder that 
our regulatory machinery is breaking down under such a load? 
It.is breaking down. And yet we are perennially confronted 
with demands for more laws, more regulation.” 

The Commission, he said, was hopelessly congested with 
work to-day, making it impossible for that body to dispose of 
the thousands of cases before it affecting rate adjustments 
alone with that degree of promptness of satisfaction which the 
public and the carriers had a right to expect. Continuing, in 
part, he said: 


The rate structure of the United States is in almost a frozen 
condition today. Changes needed and desired by both the shippers 
and carriers are almost impossible because the rates are either in- 
volved in or related to proceedings before the Commission which 
frequently require years for consideration and orders from the Com- 
mission before changes are permissible. The railroads are generally 
dissatisfied because their revenues are inadequate and because their 
hands are tied so that they can make neither increases nor reduc- 
tions in their rates in the hope of increasing their earnings. Shippers 
are equally dissatisfied because they cannot get rate adjustments to 
satisfy the changing needs of commerce. 

No one knows what will result from the enforcement of the 
duties of management of the railroads now imposed upon the 
Commission. So far the Commission has had little opportunity to 
build up a force adequate to supervise the operation of the railroads 
as the law requires. It must be manifest, however, that any efforts 
in that direction will only further restrict the initiative and freedom 
of the railroads to operate their own properties and tie them still 
tighter in a maze of government restrictions. 

I am one who believes that we do not need all this legislation to 
enforce the rights of the public to adequate transportation at rea- 
sonable and nondiscriminatory rates. I am convinced that we have 
too much regulation, and that too much regulation defeats its very 
purpose by becoming unenforceable. Regulation is like the brakes 
on your automobile—valuable as a safety device, but if improperly 
adjusted or unwisely used, sure to cause friction, waste power, slow 
down the machine, and possibly throw you into the ditch. Our trans- 

ortation machine today has too many legislative brakes on it. It 
Ss no wonder that the machine staggers and slows down. .. . 

The Commission seems to have adopted no settled rule or policy 
of rate-making, except that it seems to be resorting nowadays to 
mileage scales as a solution for all rate complaints. Unfortunately 
the mileage scales it has so far adopted are inconsistent with each 
other. Why is all this? 


At the bottom lies the fact that the Commission lacks informa- 
tion. It has always been a fundamental principle of rate regulation 
that rates must be reasonable in relation to cost and value of service. 
But reliable information as to cost of transportation has never been 
available to the Commission or, for that matter, to the carriers and 
shippers. It has taken the rate fabric as it found it in the 
numerous rate territories, and applied a patch here and a patch there, 
in an effort to remove inequalities, but has never succeeded in es- 
tablishing rates anywhere which can be said positively or scientif- 
ically to be reasonable in relation to cost or value of service. Things 
have now reached a point where radical readjustment of the whole 
rate structure of the country is inevitable. It will be abso- 
lutely essential . . . for the Commission to abandon its patch- 
work policies of the past. It must make rates in the future by ap- 
plying practically the fundamental rule that rates shall be made in 
reasonable relation to the cost as well as the value of the service. 

Mr. Heiss proceeded on the assumption that the multiplicity 
of infinitesimal and inconsequential work laid on the commis- 
sioners had made it impossible for a realization of the vision 
Senator Cummins and his associates had when they framed 
the legislation of 1920. His thought was that the law should 
be amended so that the commissioners could require technical 
subordinates to perform its routine work, including rate and 
reparation cases, applications for abandonmnt of parts of rail- 
roads, and the financing of railroads, by considering and finally 
disposing of them without reference or appeal to the Commis- 
sion, except on the basis on which the Supreme Court of the 
United States granted writs of certiorari requiring the record 
in a given case to be brought before it for review. 

The grant of power to the Commission to require such 
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work of any one of its number or groups of subordinates, to 
be made by an appropriate amendment to section 17 of the 
interstate commerce act, he advocated on the assumption that 
the commissioners, by having time at their disposal for rea] 
thought, would be able to realize the vision of Cummins and 
his associates. That vision was a transportation system of 
relatively few large units, with rates high enough to give an 
adequate return, which, in time, would operate so Smoothly that 
the cost of transportation would be reduced. 

Three great thoughts, he said, were embodied in the law 
of 1920—namely: Consolidations, so that the problem of the 
“weak sister” railroads would disappear; the making of rates 
on a national basis so that every part of the country would 
have charges for transportation that would permit uniform 
development as nearly as human foresight could assure it; and 
such control over the construction of new railroads and the 
financing of existing roads as to prevent waste of capital for 
roads not needed, exploitation of credulous investors by un- 
scrupulous manipulations of their funds; and the misleading of 
communities believing themselves in need of another railroad 
by colonels of the Mulberry Sellers type. 

The Commission, he said, had found the consolidation part 
of the law unworkable and had asked amendments thereto. 
There had been mergers, he said, less than consolidations, but 
no such linking together of the weak and strong roads as was 
the dream of those who framed the law of 1920. He said it 
was not lack of time for concentrated study of that problem 
that had prevented consolidations, but the impossible require- 
ment of a workable complete plan. 

“There has been much work on large rate questions in the 
last eight years,” said he, “the result, mainly, of undue bur- 
dens on individual commissioners who have worked night and 
day on them. The whole Commission, on account of its multi- 
tude of other duties, has not been able to devote intimate study 
to each of the sectional adjustments that has been undertaken.” 

The statute of 1920, he said, sought to give the commis- 
sioners time for constructive thought by authorizing the regu- 
lating body to divide itself into divisions. The smallest divi- 
sion, it said, should consist of three members. On quasi-judicial 
questions, ranging from the work of a justice of the peace to 
that of the Supreme Court of the Unitd States, he said, the 
law required the vote of at least three commissioners. On 
the administrative side, on questigns ranging from that of rules 
for the office boy to the duties of: the board of directors of the 
greatest railroad system, likewise at least three commissioners 
were compelled to vote. 

That, in the speaker’s view, was a ridiculous state of facts, 
wherefore his suggestion for a change in the law permitting 
the Commission to require the decision of subordinates, on 
the theory that the legislation of 1920 should be given an 
administration that would result in a determination whether 
it would be possible to obtain from it the benefits that con- 
stituted the vision of those who framed it. With the Commis- 
sion compelled to give thought and its votes on a question 
whether a shipper should or should not have a refund of $2.14, 
he said, there was a stupid use of the Commission, although 
compelled by the law. 


A BLOW TO VANITY, IF ANY 
A letter, postmarked “Omaha,” and addressed to “E. J. 
McVann, Interstate Commerce Bureau, Washington, D. C.,” was 
recently delivered at the Interstate Commerce Commission and 
returned to the postoffice stamped: “Not known at I. C. C.” 
The addressee finally received the letter, but his amour propre 
was so damaged by the rubber stamp that he perpetrated this: 


“NOT KNOWN AT I. C. C.” 


(‘‘For I am now so sunk from what I was 

“Thou find’st me at my lowest water mark. 

“The rivers that ran in and rais’d my fortunes 

“Are all dried up, or take another course.’”’)—DRYDEN. 


There once was a traffic man at Omaha 

Who was known where e’er traffic men meet. 

He could quote you, offhand, with never a flaw 
Any rate shown by Boyd or Poteet. 

In the counsels of traffic elite he stood high; 

In the NIT League, he shone like a star— 

Not content with these honors, he put them all by 
And proceeded to try for the “bar.’’ 

With no special effort, he won his degree 

And switched to the practice of law— 

Who’d ever have guessed that the sequel would be 
An eclipse complete and so raw? . 
For this traffic counselor made the mistake 

Of locating in Washington Town, 

Where one must be President, Preacher, or Fake 
If he’s to earn aught of renown. 

A mere traffic counsel is nobody much 

In Washington, all will agree: 

He is classed with the members of Congress and such— 
He’s ‘“‘not known” at the great I. C. C. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Current Topics 
in Washington 


Naive Law Ideas of Army Officers.—Nothing lives longer 
than an idea. That is especially so if its acceptance by the 
community generally frees its holder from much of the restraint 
that holds his neighbors in check. The naivete of army officers 
and their supporters demanding through routes and joint rates, 
instantly for the barge line in accordance with the Denison act 
of the last session of Congress struck many of those sitting 
on the side-lines, so to speak. In time of war the property of 
the citizen is taken without hearing, but on the well established 
rule that the government must pay for it at the going or market 
rate. The cabinet members at the head of the service depart- 
ments often seem to catch the spirit of the officers acting on 
the autocratic idea that refuses to die, though for hundreds of 
years parliaments have been enacting statutes to divest gov- 
ernment, no matter what its form, of the kingly idea of a right 
to do what pleased it, and do it out of hand. As late as 1920 
Josephus Daniels issued commandeer orders by which he took 
fuel for the navy to “win the war.” He not only did that, but 
he thought he could force the owners of fuel oil to take 
less than the easily ascertained market price, on what theory 
is not now recalled. However, the oil companies, in California, 
refused to be bound by the prices Mr. Daniels said the oil was 
worth. The Court of Claims gave judgment against the gov- 
ernment for the market price, which was the price posted in 
the oil market places. That fact raises a query as to what 
price the government will have to pay for the services per- 
formed by the railroads when the joint rates and through routes 
have been put into effect. The price one railroad charges an- 
other for carrying under a joint rate is the division accruing 
to it. When the Commission fixes a joint rate and the divisions 
thereof, it establishes a reasonable rate and says how it shall 
be divided between two private persons unable to agree. When 
it establishes joint rates for the railroads and the barge line it 
will have to say they are reasonable rates to be paid by the 
users of the routes. But will the dispute about the money the 
railroad that is a party to a compelled joint rate is to receive 
be one between citizens, or between a citizen and the govern- 
ment? In other words, will the rule that controls in disputes 
between railroads govern in the dispute between the barge line 
and the railroads? The statute gives the Commission the power 
to establish the rates and the divisions. There can be no ques- 
tion about that, it is admitted by those who have discussed the 
point. Of course, the barge line is a corporation, the stock 
of which is all held by the government. But the courts have 
a way of looking through the form to the substance of things. 
There is no question about a corporation being one thing and 
the owners of its stock another, in ordinary cases. But, when 
the facts that the government owns the stock and army Officers 
operate the barge line are brought to the attention of the courts, 
if ever, will the barge line be treated as a private corporation, 
and not as part of the government? Another query is as to 
whether, in the event the courts should hold the barge line to 
be the government, they will hold that the government, in the 
matter of services to be paid for by divisions, is entitled to 
obtain the service for any lesser price than the divisions the 
railroads would make with each other on traffic hauled all-rail 
between the same points, or will the barge line have to pay the 
market price? All this may be nipperty-tipperty, but the ques- 
tions have been raised. 








Commission Adopts Popular Name for Hoch-Smith.—It has 
often been intimated that the Commission always has its ear 
near the ground to catch the ideas of the people. Seldom has 
a serious effort been made to prove the accuracy of the suspicion. 
But this week strong internal evidence was afforded along that 
line about the Hoch-Smith resolution. In two places in Com- 


missioner Brainerd’s report in No. 19465, American Farm Bureau - 


Federation vs. Akron & Barberton Belt et al. (elsewhere in 
this issue) he spells it Hock-Smith. One time it might be sug- 
gested, might be taken as a typewriter’s error. Twice, however, 
suggests the thought that the Commission’ has tired of the 
Strong effort that must be made, by the average citizen, to 
pronounce the first part of the name of the hyphenated resolu- 
tion that has caused, as many believe, a clogging of the ma- 
chinery of the Commission, and has adopted the easy way. It 
May be that the type girl made two errors in one report. If 
so, it may be necessary for President Coolidge to write her a 
note. He had to inform his stenographer, quite recently, it is 
understood, that, while it might be the popular way, neverthe- 
less it was proper to spell it fluorspar and not flourspar. Or 
he might suggest to his fellow Vermonter, Commissioner Brain- 
erd, that he write a little note about the proper way to spell 
the name of the Kansas congressman. 





Aitchison’s Annotations Not Near Ready.—Although The 
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Traffic World (see p. 722, September 29) clearly indicated that 
the compilation ordered by the Hawes resolution was not ready 
for distribution, the Commission is being swamped with requests 
therefor. Even senators are asking for copies of it for their 
constituents. The requests are coming in notwithstanding the 
fact that, before the compilation can be distributed the manu- 
script must go to the United States Senate, because the resolu- 
tion ordering the Commission to prepare it provides for its pub- 
lication as a Senate document. Being published as a Senate 
document means that that branch of Congress will have the 
distribution thereof, with the public having the privilege of buy- 
ing copies at the Government Printing Office when the volumes 
have been put into type and bound ready for distribution. That 
will be some time in the future, as indicated in the article about 
Commissioner Aitchison and his work. Orders sent to the Gov- 
ernment Printing Office, in the course of business, will be filled 
as soon as possible after the document is ready. Senators may 
decide to distribute some copies among their constituents, with- 
out price. Neither the Commission nor Commissioner Aitchison 
will have anything to do with the distribution, under the reso- 
lution as adopted by the Senate. e 





Justices Spank But Do Not Jail Obstreperous Lawyers.— 
A little more than a week ago one of the lawyers practicing 
before the Supreme Court of the United States seemed to stand 
in considerable danger of being sent to jail for contempt of that 
court. He had used language about the petition filed by another 
attorney based; his paper indicated, on language in the other 
fellow’s brief. The court found that the offending lawyer had 
failed to give references to where the language that caused 
him to get off the reservation was supposed to have been used; 
and also that there was no such language. Suggestion was made 
that the lawyer who had built a castigation on a foundation that 
did not exist should be cited for contempt, the first step toward 
a jail sentence. This state of affairs caused the court to say 
it deemed proper to “animadvert upon the bad temper and reck- 
lessness of respondent’s counsel in making unsupported state- 
ments.” 

It then laid down an admonition, which some have sug- 
gested should be promulgated by the Commission as one of the 
rules for the government of attorneys appearing before it. 
“We must insist that arguments in this court,” said the court, 
“either oral or written, though often properly in sharp con- 
troversy, shall be gracious and respectful to both the court and 
opposing counsel, and be in such words as may be properly ad- 
dressed by one gentleman to another. The brief of respondent 
in this case (No. 351, National Surety Co. of New York, and 
Fidelity & Deposit Co. of Maryland, petitioners, vs. George 
Jarvis, treasurer of the county of Apache, state of Arizona, etc.) 
is ordered stricken from the files as not printed in accordance 
with the rules, and also for the reasons stated.” As to the 
suggestion that the offending lawyer should be cited to show 
cause why he should not be punished for contempt, the court 
said it was thought that the expression hereinbefore quoted 
would be sufficient to prevent recurrence of the bad temper and 
unsupported allegations as to the contents of ano her lawyers 
paper. 





Story Writers’ Relief Also Needed.—Pity the plight of half 
a million American fiction writers! According to a letter re- 
ceived by Hiram Johnson, of California, chairman of the Senate 
immigration committee, there are, in the United States of 
America, some half million or more writers starving to death 
because they cannot market the product of. their pens. They 
have absolutely no protection against the unfair competition of 
foreign writers, says the writer of the letter. He contends that 
the fiction writers are workmen and, as such, are entitled to the 
benefits of the tariff, the same as if they were the makers of 
doughnuts and lollipops. The writer of the letter, one of the 
half million or more, is not a mere destructionist. He criticizes, 
but he also tells how the evil may be overcome. Put on a duty 
of two cents a word, to be paid by the prospective publisher 
buyer, before the fiction can be delivered to him for considera- 
tion, is his suggestion. The distressed man, a Californian and 
a supporter of Johnson, according to his letter, points out that 
writers in foreign lands live cheaper than do Americans and 
that their products are the products of people existing on a 
standard of living much lower than that of story writers in the 
United States. All the arguments for restricted immigration 
and discouraged imports of commodities made by advocates of 
a protective tariff policy and restrictive immigration laws are 
put forth by the letter writer. He says the average writer in 
the United States is paid from half a cent to five cents a word 
and that the average short story nets the writer thereof $100. 
With such an amount of money, he declares, the foreign writer 
can live in his own country, while our native writers starve on 
such a pittance. There is no one in the writing game, asserts 
Johnson’s constituent, who can bear the expense of making a 
fight for the passage of a protective measure. Therefore, in 
the name of the half million starving fictionists, he appeals to 
















Johnson to introduce and fight for a protective measure for 
American writers. 


Are Yankees Cold and Unemotional?—Calvin Coolidge prob- 
ably would be accepted by the average American outside of 
New England as a typical Yankee—that is, a New Englander— 
and, therefore, cold and unemotional. His tongue betrays him 
as one who could never conceal the place of his upbringing or 
his ancestry. It is true he is a man of few words, but is he 
unemotional? His extemporaneous speech about Vermont a few 
weeks ago has been cited as showing that he is not unemotional, 
but merely well poised. The other day, when the Graf Zeppelin 
circled Washington, the President shooed his callers out of his 
office and hurried to the plaza in front of his office to gaze up- 
ward with as many signs of thrill as his neighbors. Was he 
satisfied with the long look he then obtained? Not a bit of it. 
When the dirigible passed beyond the range of his vision he 
hustled through his office to the back yard and gazed until the 
air liner was lost in the clouds. No man in the street without 
the slightest necessity of maintaining a pose supposed to go 
with high station was more oblivious to his surroundings than 
the President of the United @tates, credited in the popular mind, 
with never showing the emotions other men have in similar 
circumstances.—A. E. H. 


HOCH-SMITH REPEAL 


The National Association of Owners of Railroad and Public 
Utility Securities, which has, heretofore, through its bulletin, 
“The Security Owner,” taken a position in favor of repeal of 
the Hoch-Smith resolution (see Traffic World, Aug. 4, p. 248), 
has now, by vote of its executive committee, gone on record 
formally as favoring repeal of the resolution. 

“After a brief discussion relative to the disastrous effects 
of the Hoch-Smith resolution on railroad credit and earnings, the 
committee voted to favor its repeal,’ it is stated in the October 
bulletin of the association. “The association will, therefore, co- 
operate actively in the movement now on foot to have this reso- 
lution repealed.” 

Under the heading, “The Hoch-Smith Resolution Should Be 
Repealed,” the following appears in the association’s bulletin: 





The disturbing factor in the rate situation. The reductions or- 
dered by the Commission in the recent live stock case emphasize 
the menace of that disturbing factor to the rate structure—the 
Hoch-Smith resolution. In that proceeding, the Commission by a 
divided vote, reduced rates on live stock, ostensibly acting under the 
authority of the congressional mandate. The resolution is beginning 
to have its effect on the rate structure, and the action in this case 
and in other recent ones gives good grounds for apprehension on the 
part of ‘security holders that similar action will be taken in other 
cases affecting rates in western territory where revenues are already 
inadequate. 

Reductions resulting. The rate level, already too low, is being 
gradually reduced from time to time by reductions brought about 
under the authority of this resolution, without the prescription or 
establishment of compensating increases in the rates on other com- 
modities to offset these reductions. In the well-known Deciduous 
Fruit Case, the Commission in 1927 found that a depression existed in 
the deciduous fruit industry such as the Hoch-Smith resolution was 
designed to assist. Under authority of that resolution, it reduced 
the rates on those commodities from California to eastern destina- 
tions to the lowest possible lawful rates. This was the first decision 
of consequence where the Commission required reductions under that 
mandate. Since then the Commission has on numerous occasions 
issued other orders requiring substantial reductions in the particular 
rates being considered. There are several other cases now pending 
in which reductions are sought under this resolution in the rates 
on agricultural products or live stock. One of the most important 
is the Western Grain Rates Case now pending, which involves grain 
rates in western territory. 

Agricultural rates already low. “The Security Owner,” realizing 
that the principles of the resolution are basically unsound and im- 
practicable, has from time to time called attention to its various 
provisions. During the war period, and subsequent thereto, prices 
and costs increased tremendously, and rates likewise advanced. The 
rates on agricultural products were increased to a somewhat lesser 
extent than the rates as a whole. Long before the Hoch-Smith 
resolution was enacted, the carriers were subjected to drastic re- 
ductions in revenues earned on products of agriculture without re- 
gard to the needs of the carriers performing the service. Since 1920, 
general reductions have been ordered by the Commission on all grain 
and grain products, and the effect of such reductions on the rate 
structure is conclusively shown by the inadequate earnings of the 
northwestern carriers. 

Certain interests, however, not satisfied with these generous re- 
ductions, immediately began to agitate an even greater reduction 
in the rates on agricultural products, including live stock, down to 
the pre-war level, contending that the industry was in.a state of 
depression. After several years of agitation, Congress yielded to these 
importunities and enacted the Hoch-Smith resolution. 

Provisions of resolution. The resolution contains in substance three 
distinct mandates to the Commission: First, it requires the Com- 
mission, as soon as possible, to establish the lowest possible lawful 
rates on agricultural products; second, it declares that the conditions 
of the industry should be considered in fixing rates as a permanent 
policy of ratemaking; and third, it directs the Commission to make 
a wholesale revamping of the rate structure and redistribute the 
transportation burden among commodities. The primary purpose 
and the compelling reason for its passage, however, was to bring 
about immediate reductions in those rates. 

Proper construction of resolution. The reasonable construction 
of this resolution, read as a whole, indicates that if reductions are 
to be made in agricultural products, the burden should be distributed 
or transferred to other. commodities. In other words, if the carriers 
are not then earning their fair return and the Commission considers 
reductions in agricultural products necessary under the Hoch-Smith 
resolution, it should simultaneously require increases in rates on 
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other commodities sufficient to offset the reductions ordered on agri. 
cultural products. The intent is plain from a reading of the resoly. 
tion. The ‘Security Owner’ has from time to time advanced this 
construction or interpretation of the resolution. 

President Harrison’s letter. President Harrison, of this associa. 
tion, in an open letter to the Commission, advocated this constructioy 
and called attention to the serious situation in western territory. }, 
urged the necessity of maintaining rates in that section which woul 
produce a fair return on the aggregate value of the property. H 
stated further that conditions there should be remedied, not aggra. 
vated, and that if reductions are to be made in the rates of agyj- 
cultural products the Commission should simultaneously require rates 
on other classes of freight to be revised, so as not only to offset the 
reductions required but to furnish the additional revenue necessar; 
to produce the return specified in section 15a. Congressman Hoch 
one of the co-authors of the resolution, in an open letter. took ex. 
ception in part to the construction suggested by Mr. Harrison. 


Affirmative duty of Commission. The Commission under sectioy 
15a has an affirmative duty to so adjust rate levels as to produce 
for the carriers within a given group a fair return on the fair value 
of their property. In the Hoch-Smith resolution, however, it is re. 
quired to readjust the transportation burden among commodities and 
to bring about reductions in rates on agricultural products. Appar. 
ently the Commission feels that the mandate expressed in the Hoch- 
Smith resolution is equally binding upon it as the direction given iy 
section 15a. Consequently, if additional revenues are needed to pro- 
duce a fair return, it is faced with the problem of selecting only 
those commodities which are not now bearing their fair share of 
the transportation burden. 


Resolution interferes with administration of section 15a. - Subse- 
quent to 1920, and prior to the passage of the Hoch-Smith resolution, 
the Commission granted additional revenues to the carriers through 
general percentage increases in the rates as a whole. Subsequent 
to the enactment of the resolution in 1925, the western carriers peti- 
tioned for increased rates in Revenues in Western District and adopted 
the general percentage method to obtain additional revenues which 
were much needed. Admittedly, the western carriers as a whole 
were not at that time earning their prescribed return. The Com- 
mission, however, found that no great emergency existed which would 
justify a flat percentage increase, applying alike to all commodities, 
and that such a general increase violated the spirit of the resolution 
as it would advance the very rates which Congress had instructed 
to be reduced. The regulatory body in that proceeding clearly in- 
dicated that carriers might secure additional revenues only by se- 
lecting individual rates or rates on particular commodities which 
could best stand increases. The necessary information as to the 
proper distribution of the transportation burden was not a part of 
the record in that proceeding; an investigation necessary to obtain 
the essential information must consume a long period of time. Con- 
sequently, it is seen that the resolution in this instance prevented 
the carriers from securing additional revenues needed. 

Resolution difficult to administer. It is impracticable for the 
Commission to administer the provisions of this resolution. The task 
of testing the millions of rates to determine whether or not they 
are bearing their fair share of the transportation burden is extremely 
complicated and many years will be required to reconstruct the entire 
rate fabric. However, the resolution is a part of the law of the land 
and the Commission must take the initiative and attempt to comply 
with it as best it can so long as it remains a congressional mandate. 

Resolution should be repealed. For many years to come the neces- 
sary tinkering with the rates will keep the rate structure in a state 
of chaos. Industries, jobbers and wholesalers will be continually dis- 
turbed by proposed changes in their rates. The result will be to some 
extent at least the upsetting of business conditions. From the carriers’ 
standpoint it will be extremely difficult to obtain any increases in 
rates, even though additional revenues are urgently needed, and the 
ultimate result will be of doubtful benefit to any one. 

The association acts. At the recent meeting of the executive 
committee the matter was carefully considered and the undesira- 
bility of the resolution from the standpoint of both shippers and 
security owners was emphasized. As a result, the committee voted to 
cooperate in any move to repeal this resolution. 


RATES ON SAND AND GRAVEL 


At the meeting before Examiner Fuller at Chicago, October 
15, in connection with the two interstate cases involving rates 
on sand, gravel and crushed stone from Indiana points to des- 
tinations in Illinois south of the line of the Pennsylvania from 
St. Louis to Terre Haute, it was decided to defer action until 
after the issuance of the orders by the Illinois commission in 
the two cases before it involving rates in the same territory. 
The interstate cases are I. and S. 3093 and supplemental order, 
and docket 21372, brought by the Ohio and Indiana Stone Com- 
pany and the Mid-West Crushed Stone Company. 


It was understood that the parties to the I. and S. case 
were prepared to proceed with a hearing. But, following the 
expression from a number of those present that the entire mat- 
ter of the adjustment in the territory should be made the subject 
of a general investigation by the Commission, it was decided 
to postpone further action until the Illinois commission had 
disposed of its cases. As expressed by E. R. Pister, of the Big 
Four, considerable progress had been made toward settlement 
of the issues in the course of the recent conferences and the 
institution of a general investigation by the commission would 
make it possible to complete the work begun. Parties to the 
complaint case expressed the belief that they would be able to 
compromise their differences. 


Following more or less informal discussion of the proposal 
for a general investigation, Examiner Fuller stated that action 
would be postponed until the Illinois cases had been decided 
and that then no action would be taken on the suggestion with 
respect to a general investigation unless it was clear that a 
controversy existed as to the measure of the rates from northern 
Illinois into the territory. The various parties present were 
asked to advise the Commission of their views, with respect to 
the action called for, following the issuance of the orders by the 
Illinois commission. 
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Decisions of Interstate Commerce Commission 


CEMENT AND DISTANCE RULE 


In a second supplemental report on further consideration, 
in No. 15806, Lehigh Portland Cement Company vs. Aberdeen 
& Rockfish et al., the Commission has modified the rule for 
computing distances in connection with rates prescribed in the 
original report, 132 I. C. C. 427. The report also includes a 
sub number, Alpha Portland Cement Company vs. Ashland Coal 
& Iron Company, No. 15900, Security Cement & Lime Company 
ys. A. & R. et al., and a sub number thereunder, Tidewater 
Portland Cement Company vs. A. & R. et al. In the report, 
written by Commissioner Eastman, the Commission said: 


In our original report in these cases we prescribed a distance 
scale of rates on cement, in carloads, to destinations in southern 
territory from cement-producing points in that territory and also in 
official territory, including westbank Mississippi River points in 
Missouri, such as St. Louis, Hannibal, and Marquette, where cement 
mills are situated. Distances for use in connection with this scale 
were required to be based on the shortest routes over which car- 
load traffic can be moved without transfer of lading, as stated in 
Appendix B to the report. 


_ Subsequently in Iola Cement Mills Traffic Assn. vs. A. & V. Ry. 
Co., 144 L C._C. 585, division 1 prescribed rates on cement from 
Hannibal and Marquette to destinations in Arkansas and Louisiana, 
among others, on the basis of western cement scale III, slightly higher 
than the southern scale, with a different rule for computing distances 
than that prescribed in the instant proceeding. Under the latter rule 
distances from Hannibal, St. Louis, and Marquette to destinations 
such as Memphis, Tenn., are based on routes through the territory 
west of the Mississippi River, where those routes are shorter, than 
the eastside routes. As a result the rates to Memphis from the points 
above named are lower than those prescribed in the Iola case, to 
Arkansas destinations directly intermediate, causing violations of 
the long-and-short-haul provision via direct routes. 


Upon further consideration we are of the view that, since the 
scale prescribed in this Pe ns rome was intended to reflect trans- 
portation conditions in official and southern territories rather than 
in western territory, for which we have prescribed a different basis 
of rates, the rule for the computation of distances should be restricted 
so as not to require use of the westside routes in computing dis- 
tances. Accordingly the second paragraph of Appendix B to the 
original report, 132 I. C. C. 474, will be amended to read as follows: 


“In computing distances for the application of the foregoing 
scale the shortest routes shall be used over which carload traffic 
can be moved without transfer of lading, but where the shortest is in 
whole or in part over the road of a short or weak line the abitrary 
provided for such short or weak lines shall be included in determining 
the rate, and if a longer route wholly over a standard line or lines 
makes a lower rate, such lower rate shall be applied. Distances from 
westbank Mississippi River points in Missouri, however, shall be 
based so far as possible on routes operating in territory lying east 
of the Mississippi River and not on the so-called westside routes 
via the lower Mississippi River crossings.”’ 


IMPORTED FERTILIZER RATES 


An attempt by the carriers to bring at least a semblance of 
order out of the admittedly chaotic situation in respect of 
import rates on fertilizer and fertilizer materials from south 
Atlantic and gulf ports, proposed by them in the schedules 
suspended in I. and S. No. 3041, import fertilizer from south 
Atlantic and gulf ports to southern points, has failed to win 
the approval of the Commission. It has found not justified the 
proposed rates, published to include terminal charges and line- 
haul rates in one factor, and applicable over only certain 
wharves. The schedules have been ordered cancelled and the 
proceeding discontinued. 

; Commissioner Eastman wrote the report. Summing up the 
situation, he said it was evident that the respondents had not 
justified their failure to publish terminal charges separately 
in connection with the import rates, or their failure to apply 
the rates uniformly from all public and private port terminals 
and wharves within the several port districts. He did not 
deal with all the controverted questions raised in connection 
with the rates, saying it did not appear necessary to deter- 
mine them at this time, in view of the inadequacy of the record. 


Commissioner Lewis, dissenting, said that in his judgment, 
the decision was wholly negative. He said he was of the opin- 
ion that the Commission could modify somewhat the rates pro- 
Posed by the carriers, to meet the conditions presented by the 
testimony of ports, cities and carriers That, he said, would 
be a decided step toward bettering the conditions now prevail- 
ing in the territory, chief of which seemed to be lack of any 
approach to uniformity, domestic rates prevailing from some 
ports and import rates from others. 

The proposed rates would apply only through designated 
port terminals, which, other than the:terminals of the railroads, 
included only those of public terminal companies which had 
agreed to limit their wharfage and handling charges to a max- 
imum of 50 cents per ton, that being the total of such charges 
at the terminals of the railroads, 20 cents being for wharfage 
and 30 cents for handling. 

That provision, the protestants contended, resulted in undue 
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imported materials over 
wharves which they maintained, as well as to municipal and 
other public terminals which had not agreed to accept 50 cents 
as the maximum total covering wharfage and handling. Through 
such terminals the rates would be the domestic rates plus the 


prejudice to companies receiving 


terminal charges. The proposed import rates, for purposes of 
port equalization were made percentages of the domestic rates, 
90 per cent of such rates from south Atlantic ports and 85 per 
cent from New Orleans. The result was that through the non- 
assenting terminals the charges would be higher than through 
the designated terminals, 40 cents per ton higher to Atlanta, 
Ga., for instance, through the docks owned and operated by 
Jacksonville, Fla. In behalf of that city it was said that as a 
matter of competition, the city terminals could not maintain 
higher charges than other terminals but they refused to agree 
to hold charges down to the point named by the railroads as 
the sum of their charges. It asserted that 30 cents was less 
than the cost of handling the traffic in question. 

The Alabama State Docks Commission, operating the state- 
owned docks at Mobile, took the same position, including the 
contention that 30 cents did not cover the cost of the handling 
service. 

Commissioner Eastman called attention to the fact that the 
terminal charges here involved and at other ports were under 
consideration in No. 12681, the Commission’s inquiry into wharf, 
handling, storage and other accessorial service at Atlantic and 
gulf ports. He said among the other questions involved in that 
inquiry, was whether or not the same terminal charge should 
apply at all ports, based on average costs, or whether different 
charges should obtain at different ports based on their respective 
actual costs. 


GRAIN REVISION ORDERED 


The Commission, by division 3, in No. 16078, Waggoner- 
Gates Milling Co. vs. Santa Fe et al., and six sub-numbers of 
the same title, has ordered a revision of rates on grain, from 
various points of origin on different roads, milled at Indepen- 
dence, Mo., and shipped beyond, to be made not later than 
December 5. The orders are based upon findings of unreason- 
ableness. 

In general, said the report, the principal case and the sub- 
numbers were grounded upon the failure of the railroads to 
accord complainant’s mill at Independence the same basis of 
rates and transit privileges as were accorded mills at Kansas 
City. It said that the complainant contended that, regardless 
of whether the Missouri Pacific, which serves its mill on a 
branch line, obtained any part of the line haul other than be- 
tween Kansas City and Independence, the Kansas City basis 
of rates should apply and that in certain instances the tariffs 
of the Missouri Pacific did provide for the application of that 
basis. The report said that where the grain originated upon 
the Missouri Pacific it could be milled at Independence and the 
flour reshipped over the Missouri Pacific and its connections 
to the east, southeast or into Texas upon the same basis as 
Kansas City. In disposing of the cases, the Commission said: 


, .We find, (a) that the present basis of rates assailed in No. 16078, 
and assessed on grain originating on the line of the Missouri Pacific 
beyond Kansas City, and forwarded over that road to Independence, 
Mo., there milled and the products returned to Kansas City, and 
thence over its own lines or those of its connections to destinations 
in various specified states is legally applicable and not unreasonable 
or otherwise unlawful; (b) that the rates assailed in Sub-Nos. 1, 3 
and 4 on grain originating beyond Kansas City on lines of defendants 
other than the Missouri Pacific, shipped over the latter road to In- 
dependence for milling, and on the products shipped out over the 
same road to Kansas City or to points beyond over lines of defend- 
ants are legally applicable but are, and for the future will be un- 
reasonable to the extent that they exceed the rates charged on_ship- 
ments from and to the same points but milled in transit at Kansas 
City by more than 2.5 cents per 100 pounds; and (c) that the Kan- 
sas City combination of rates to Independence assailed in Sub-No. 
2 from points on lines of defendants other than the Missouri Pacific 
and the ¢ombination rates from Independence to the same points 
were not and are not unduly prejudicial but are and for the future 
will be unreasonable to the extent that they exceed the correspond- 
ing rates between Kansas City and the same points by more than 
2 cents per 100 pounds on wheat and wheat products and 1.5 cents 
per 100 on corn and grains in the corn group and their products. ‘ 


The prayer for reparation upon those rates herein found unrea- 
sonable, excepting those assailed in Sub-No. 2, is in effect asking 
that transit service be retroactively applied. We have repeatedly 
refused to approve this request except to remove unlawful discrimina- 
tion. Complainant has not shown unjust discrimination or damage 
resulting from the alleged undue prejudice. In reaching the con- 
clusion that rates on grain from certain territory to Independence 
and on grain products in the reverse direction from Independence 
would henceforth be unreasonable to the extent above indicated, con- 
siderable weight has ‘been attached to the continuing growth of the 
Kansas City industrial and switching area towards Independence. 
Under the circumstances reparation will be denied on past shipments. 
Complaints in No. 16078 and Sub-Nos. 5 and 6 will be dismissed 
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ope sepuepeinte orders for the future entered in Sub-Nos. 1 to 4 in- 
clusive. 


SOUTHWESTERN CLASS RATES 


In a third supplemental report in No. 1353, Consolidated 
Southwestern Cases, opinion No. 13786, 147 I. C. C. 165-8, 
written by Commissioner Lewis, on reconsideration, the Com- 
mission has extended the time for revising the rates on what are 
known as untreated commodities and on products of the south- 
west and Kansas-Missouri territory, from December 10, 1928, to 
February 9, 1929. 

The Commission has also modified its findings and amended 
its order, issued in connection with the supplemental report of 
March 6, 1928, so as to extend-to June 10 the date by which the 
southwestern carriers must revise the commodity rates on 
articles produced or manufactured in Kansas-Missouri territory 
and the southwest, including differential territory, to the south- 
western gateways, Missouri River cities and the defined terri- 
tories. 

Findings and orders relating to rates on plain water in tank 
cars; carload rates on fuller’s earth; oyster shell residue, 
screenings and fines; agricultural limestone, limerock, feldspar, 
fluorspar, and kaolin; oranges, grapefruit, lemons, limes, kum- 
quats, pineapples, mandarines, and tangerines; and wool and 
mohair have been changed so that they will not apply on the 
commodities mentioned in this sentence. 

Orders relating to rates on fruits and vegetables from south- 
western Texas to the southwestern gateways, Missouri River 
cities and defined territories have been vacated. 

These changes have been made to enable the carriers to 
proceed in an orderly manner to make the revisions the Com- 
mission decided they should make. In the reports in 123 I. C. C. 
203, 189 I. C. C. 535, and 144 I. C. C. 630, the Commission said 
it prescribed general bases for a revision of the class rates 
and the commodity rates on indicated commodities. Specific 
class rates and rates on a number of commodities, this report 
said, became effective July 14. 

Commodities not treated in the report were required to be 
put upon the revised basis not later than December 10. But 
instead of taking the time given them to make that revision the 
carriers undertook to revise the rates on the untreated com- 
modities in the many schedules they filed and some of which 
were permitted to go into effect on July 14. Others were sus- 
pended in I. and S. No. 3130 until February 9. The modification 
granted in this supplemental report puts off the day by which 
the carriers must revise the untreated commodity rates until 
that day to enable the carriers to hold conferences with shippers. 

Postponement of the day by which the carriers had to 
revise their rates on commodities produced or manufactured in 
Kansas-Missouri territory and the southwest, including differen- 
tial territory to the southwestern gateways, Missouri River cities 
and defined territories was asked for and granted so as to enable 
the carriers to give careful consideration to the relationship of 
rates. The carriers said they would be fully occupied in dealing 
with the untreated commodities at least until the day set for 
disposing of I. and S. No. 3130. Therefore they desired .more 
time for dealing with the rates to the gateways, Missouri River 
cities and defined territories. 

The other amendments were made, mainly because both 
shipperg and carriers agreed that they should be made. In the 
case of wool and mohair, the Boston Wool Trade Association 
and other organizations asked that rates on wool and mohair be 
excepted from the findings. Mr. Lewis said it did not appear 
that the récord was adequate to warrant the prescription of rates 
on wool without further hearing. 

Fruit and vegetable orders were vacated, on petition of the 
growers, pending the action of the Commission in respect of 
groupings in southwest Texas. The excepted territory lies on 
and south of the line of the Southern Pacific, San Antonio to 
Eagle Pass, through Spofford, and west of an air line passing 
immediately east of the line of the International-Great Northern, 
San Antonio to Laredo, points on the S. A. U. & G., west of 
Pleasanton, points on the Texas-Mexican west of Hebbronville 
and points on the Rio Grande & Eagle Pass. 


BELLEFONTE CENTRAL CASE 


The Commission, on further consideration in No. 17004, 
Chemical Lime Company et al. vs. Bellefonte Central et al., 
136 I. C. C. 333, and 139 I. C. C. 507, on appeal from division 4, 
has modified the previous finding so as to remove doubt as to 
’ the time scope of its finding of unreasonableness. It now finds 
that the interstate rates assailed, to destinations on the Belle- 
fonte Central, Chemical, Lime Center and State College, Pa., 
were not, prior to the effective date of the orders for the future 
entered in connection with the prior reports, unjust and unrea- 
sonable, and that no damage had been shown to have resulted 
from any undue prejudice to the complainants and the localities 
served by the Bellefonte Central railroad that might have ex- 
isted because of these rates. 

This further consideration afforded an opportunity to Com- 
missioners Eastman, Brainerd and Porter to discuss the nature 
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of the prior findings, and the wisdom or lack of it, of the Cop. 
mission undertaking to make findings of relative unreasonabl,. 
ness instead of findings of undue prejudice. 

Commissioner Porter dissented in part because he coulg 
not go along with the construction placed upon section 1 tg 
the effect that under a finding of relative unreasonableness the 
rates to the related point may move up or down at the will of 
the carriers, provided only that the parity found “relatively” 
reasonable for the complaining point be observed. Twice, he 
said, the Commission had rejected the theory that “relative” 
and “absolute” unreasonableness under section 1, might prop. 
erly be differentiated in respect of reparation on past ship. 
ments on the ground that the interstate commerce act con. 
demned the exaction of unreasonable rates and made no dis. 
tinction between relative unreasonableness and absolute unres- 
sonableness. He said the first section acted upon the rate it. 
self as shown by paragraph 5 of section 1 prohibiting “every 
unjust and unreasonable charge” and that questions bearing 
upon the relationship of rates, independent of their measure, 
should be decided under section 2 or 3. He regarded the 
decision in this case as a confusing of the first three sections, 

“Administered separately, they present no confusion,” said 
Mr. Porter. “Administered interchangeably, as is here done 
by the majority, the result can only be confusion worse con- 
founded.” 

Commissioner Brainerd, dissenting in part, said that the 
original finding in this case, in effect, was a finding of undue 
prejudice rather than a finding of unreasonableness and that 
for that reason he was of opinion that it should have been 
predicated solely upon section 3, citing in support of that, 
United States vs. Illinois Central, 263 U. S. 515. 

Commissioner Eastman, concurring, said the partially dis- 
senting opinions raised an interesting question which invited 
discussion. He said that in the majority report it was stated 
that the finding for the future under section 1, was a finding 
of the character made in Wyoming Coal Company vs. Virginian, 
98 I. C. C. 488, and sustained by the Supreme Court in Vir- 
ginian Ry. vs. U. S., 272 U. S. 658, in which a finding of rela- 
tive unreasonableness was made and, as before set forth, sus- 
tained in the court. Mr. Eastman said that one of the partial 
dissents seemed to question what was done in that case. 
Therefore he reviewed what was done there with a view, seem- 
ingly, to showing that findings of relative unreasonableness are 
needed to meet situations not to be disposed of otherwise. He 
considered the matter of considerable importance, for, as he 
said, the Commission had had occasion to make findings that 
rates were unjust and unreasonable for the future under sec- 
tion 1, to the extent they might exceed the rates contem- 
poraneously maintained, whatever they might be, to or from 
some neighboring and similarly situated point; and that there 
were many situations where such a finding was particularly ap- 
propriate to the evil to be cured. 

Section 1, he said, was not to be narrowly interpreted, for 
the words unjust and unreasonable were words of broad sig- 
nificance. He said the word unreasonable was most frequently 
used to describe charges which were exorbitant or excessive 
for the services rendered, but that there were other circum- 
stances, in his opinion, when charges could properly be found 
unreasonable, particularly when the combination of “unrea- 
sonable and unjust” in section 1 was borne in mind. 

His view was that in a case such as this where the com- 
plaining community had rates which stood up like a pinnacle 
in the midst of a prairie land of blanket rates surrounding it 
for many miles, the Commission was warranted in finding it 
unjust and unreasonable not to maintain the blanket rates to 
the complaining community for the future, even if it were not 
able on the record to determine whether or not those blanket 
rates, in all cases, or in any case, had the attributes of max- 
imum reasonableness. : 

The reconsideration was brought about by the complain- 
ants upon their right to reparation on shipments moving in the 
statutory period. The complainants contended, the Commis- 
sion said, that it had made no finding with respect to the 
reasonableness of the rates in the past and that the denial of 
reparation, made‘in the original report, was arbitrary. They 
further urged, according to the report, that there was no evi- 
dence of record showing that conditions were different in the 
past than at the time of the finding and for the future, so that 
if the record warranted a finding of unreasonableness ‘for the 
present and for the future, it must have warranted a similar 
finding covering the past. A petition for reconsideration and 
reargument was denied May 8. The next day the complain- 
ants asked for reconsideration of that denial. In view of the 
persistence with which the matter was brought to its attention, 
the Commission said it might be well to clarify its position in 
respect to it. 


STOCKER AND FEEDER RATES 


In a report written by Commissioner Brainerd, in No. 19465, 
American Farm Bureau Federation vs. Akron & Barberton Belt 
et al., the Commission, by division 2, has refused to require 
the establishment of rates on stocker and feeder cattle, from 
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pig cattle markets, such as Chicago, and East St. Louis, Ill. 
Kansas City and South St. Joseph, Mo., Omaha, Neb., South 
gt. Paul, Minn., and Sioux City, Ia., and from minor cattle mar- 
kets in Maryland, Illinois, Pennsylvania, Ohio, Indiana, Mich- 
igan, New York and Kentucky to feed lots in Indiana, Ohio, 
Pennsylvania, Maryland and New York, any lower than the rates 
on cattle ready for slaughter, commonly called fat cattle. The 
complaint asked the Commission to find that the rates on stock- 
ers and feeders were unreasonable and unduly prejudicial to the 
extent that they exceeded or might exceed 75 per cent of the 
rates on cattle ready for market. 

Instead the Commission said that in Eastern Livestock 
Cases of 1926, 144 I. C. C. 731, decided July 14, it had prescribed 
rates in the territory under consideration, as the result of 
which on both fat and immature cattle rates would be lowered. 
It added that “we find that they (the rates prescribed July 14) 
will be reasonable and non-prejudicial for the movement of 
stockers and feeders in the same territory.” Therefore the 
complaint has been dismissed. 

As used herein the word cattle covers hogs and sheep as 
well as the animals usually referred to as cattle. Complainant 
asserted that in all regions other than central, trunk line and 
New England territories, lower rates were in effect on stockers 
and feeders than on fat stock. Mr. Brainerd said that the com- 
plainant apparently assumed, somewhat incorrectly, that in all 
territories other than those under consideration, the stocker 
and feeder rates were uniformly 75 per cent of the fat stock 
rates. He reviewed a number of cases in which the Commis- 
sion had prescribed or approved stocker and feeder rates to 
show the situation. 

According to the report the farm bureau emphasized the 
unfavorable condition of farmers in the territory to which re- 
duced rates were sought and asked for relief under the Hoch- 
Smith resolution. In summing up the arguments and dismiss- 
ing the case, Mr. Brainerd said: 


It may be assumed, as contended by complainant, that lower 


-rates on stockers and feeders would result in an increased move- 


ment of those animals in the territory affected, but the record furnishes 
a somewhat indefinite basis,for considering the effect generally on 
the carriers. There is no justification for assuming that lower rates 
have any marked effect on the consumption in the east of the products 
of animals, and the inference may be drawn that to some extent 
movements of stockers and feeders from markets to feed lots and of 
fat stock from the lots to points of slaughter would replace move- 
ments of fat stock direct from markets to points of slaughter or of 
fresh meats and packing-house products from the central west to 
the east. Another element, however, should be considered, namely, 
a possible reduction in the shipment of grains and other commodities 
by the farmers in whose behalf this complaint is brought. Com- 
plainant’s evidence is that the lower rates sought would enable the 
farmers to use feed which can not be marketed to an advantage, but 
it can not be inferred from the record that at present none of this 
feed is actually shipped. 

There are general statements by witnesses for complainant that 
the handling of stockers and feeders is less costly to the carriers 
than the handling of fat stock, due to the fact that the former is 
by any available service whereas the latter is by specially scheduled 
trains. They are more in the nature of contention than proof. Com- 
plainant furnishes no estimates of the costs of movements of fat 
stock, usually in trainloads, over the main lines from central western 
markets to eastern points of slaughter and of substantially shorter 
movement of stockers and feeders from the same points of origin to 


_ destinations, many of which are on branch lines. 


There is a substantial difference in the values of fat stock and of 
stockers and feeders, and the record, although lacking in definite 
figures, justifies a conclusion that loss and damage claims are some- 
what less in connection with stock-and-feeder movements than in 
connection with movements of fat stock. The evidence is that claims 
in connection with the former are infrequent. 

In Eastern Livestock Cases of 1926, 144 I. C. C. 731, decided July 
14, 1928, we prescribed rates on livestock in the territory now under 
consideration, and as a result the stock feeders on whose behalf the 
present complaint is brought will secure lower rates on both inbound 
movements of stockers and feeders and outbound movements of fat 
stock. In that case rates on stockers and feeders from Louisville, Ky., 
to points in central territory made 75 per cent of the rate on fat 
stock were sought and, at page 779, we said that in arriving at the live- 
stock rates prescribed we had in mind the provisions of the Hoch-Smith 
resolution and did not feel that still lower rates should be required 
on stockers and feeders. There is no basis in the present record 
for a different conclusion; there is no substantial evidence in support 
of the allegation of unreasonableness, and the facts of record do not 
warrant a finding that the maintenance of the same rates on stockers 
and feeders as on fat stock is unduly prejudicial to feeders repre- 
oe by complainant or unduly preferential of feeders in other 
sections. 


As stated, we have prescribed reasonable rates on livestock in 
the territory covered by the complaint. We find that they will be 
reasonable and nonprejudicial for the movement of stockers and 
feeders in the same territory. The complaint will be dismissed. It 
will be so ordered. 


TIN CAN AND CANNED GOODS RATES 

The Commission, by division 3, in No. 19646, Gopher State 
Canneries, Inc., vs. Santa Fe et al., has found unreasonable for 
the future but not for the past, the rates on tin cans, carloads, 
from Chicago, Ill., to Watertown and Winsted, Minn., to the 
extent they exceed or may exceed 45 cents, minimum 20,000 
pounds. That rate and minimum are to be established not later 
than December 1. 

The same complaint assailed the rates on canned goods, 
carloads, from Watertown and Winsted to San Francisco, Los 
Angeles and other California points taking the same rates. At 
the hearing the carriers offered to establish transcontinental 
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group D rates to remove any undue prejudice that might be 
held to exist. The Commission said that group D rates, as pro- 
posed by the railroads, would remove any undue prejudice which 
might exist and that therefore it was not necessary to pass 
upon the issue raised by the complaint in that respect. 


LIVE STOCK RATES 


In No. 19361, Richmond Union Stock Yards Co. vs. Chesa- 
peake & Ohio et al., the Commission, by division 3, has found 
unreasonable but not unduly prejudicial the rates on live stock, 
from Richmond, Va., to Baltimore, Md., prescribed new ones to be 
established not later than December 5, and awarded reparation. 
It found not unreasonable or unduly prejudicial the applicable 
minimum weights. The existing rates were found unreasonable 
to the extent they exceeded or might exceed 25 cents on cattle 
in single-deck loads, or calves, hogs, sheep, or lambs, in double- 
deck straight carloads; 29 cents on calves or hogs, in single- 
deck carloads; and 31 cents on sheep or lambs, in single-deck 
carloads. 


POTATOES TO OKLAHOMA 


The Commission, by division 4, in No. 19332, Minnesota 
Potato Growers’ Exchange et al. vs. Santa Fe et al., has found 
unreasonable the rates on potatoes, from points of origin in 
Minnesota and Wisconsin to destinations in Oklahoma to the 
extent they exceeded the aggregate of intermediates or the com- 
bination of locals contemporaneously in effect and awarded 
reparation. No order for the future was necessary, the Com- 
mission said, because the present rates conformed to the basis 
prescribed in Consolidated Southwestern Cases, 123 I. C. C. 
203 and 139 I. C. C. 535. 


COMBINATION BASIS PRESCRIBED 


The Commission, by division 3, in No. 19302, Kissel Motor 
Car Co. vs. Chicago, Milwaukee & St. Paul et al., has found 
applicable but unreasonable the through class and commodity 
combination rates between points east of the Indiana-Illinois 
line and Hartford, Wis. They are constructed by combining the 
separately established factors east and west of Milwaukee. It 
has prescribed a basis, to be made applicable not later than 
December 31 by establishing a class scale to be used between 
Rugby Junction, Wis., near Milwaukee, and Hartford, Wis., com- 
posed of five numbered and five lettered classes, which is the 
composition of the Western Trunk Line class scale. The class 
rates prescribed are 23, 20.5, 17, 12, 9, 9, 8, 7, 5.5 and 5 cents 
per 100 pounds. 

There was dispute about the basis to be applied, but the 
Commission held that the applicable basis had been used in 
assessing charges on the traffic involved, consisting of the com- 
modities the complainant used in the construction of motor 
vehicles. The carriers made the point that the question of class 
rates in Western Trunk Line territory was involved in the Hoch- 
Smith class rate investigation. The Commission said that the 
pendency of the investigation in No. 17000 of many of the class 
rates in Western Trunk Line territory was not a sufficient 
reason why it should require the continuance of the present 
rates. Nor, said it, was it impressed with the contention of 
the carriers that these rates should be left undisturbed because 
in Wisconsin Rate Cases, 44 I. C. C. 602, it failed to condemn 
the combination basis of making rates to the greater part of 
Wisconsin. 


CRUDE OIL RATE PRESCRIBED 


The Commission, by division 4, in No. 19858, Aetna Oil 
Service, Inc., vs. Baltimore & Ohio et al., has found unreason- 
able and unduly prejudicial, a rate of 19.5 cents on crude, fuel 
and gas oil, carloads, from Louisville, Ky., to Cincinnati, O., 
to the extent it is and for the future will be higher than 15 
cents. The 15 cents rate is to be established not later than 
December 1. The Commission found the existing rate unduly 
preferred competitors of the complainant located at points in 
the eastern Kentucky oil producing field, such as Pryse, Beat- 
tyville and Tallega, Ky. This finding is without prejudice, the 
report says, to any different conclusion the Commission may 
reach in No. 17000, part 4, the Hoch-Smith petroleum investi- 
gation. 


SLIGO COTTON CASE 


The Commission, by division 4, in No. 20037, Raleigh Sav- 
ings Bank & Trust Company, trustees for Austin-Stephenson 
Company vs. Atlantic Coast Line et al., has found inapplicable 
the rates charged on cotton, carloads, from Four Oaks and 
Smithfield, N. C., to Greenville, S. C., shipped between Novem- 
ber 4, 1924, and January 22, 1925. The complainant relied upon 
the doctrine in the Sligo Iron Store Case, 62 I. C. C. 643 and 
73 I. C. C. 551. The Commission found that rates of 67.5 and 
62 cents from Four Oaks and Smithfield, respectively, were 
applicable on the shipments in question. Commissioner Wood- 
lock attached his usual concurrence to cases of this sort, point- 
ing out the objectionableness of the method of making rates 
by the combination rule. In this, as in other cases, he said 
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that definite steps should be taken to remove the combination 
formula from tariffs. 


GASKET RATING PREJUDICIAL 


The Commission, by division 3, in No. 19412, Victor Manu- 
facturing & Gasket Company et al. vs. Aberdeen & Rockfish et 
al., opinion No. 13763, 147 I. C. C. 38-41, has found the second 
class, any quantity rating, in the three classification territories, 
on gaskets made of copper and asbestos combined, not unrea- 
sonable or unjustly discriminatory, but unduly prejudical in 
comparison with lower ratings on gaskets made wholly of cop- 
per, asbestos, paper, or pulpboard. The Commission was asked 
to prescribe fourth class L. C. L. and fifth class, carloads, min- 
imum 36,000 pounds, and to award reparation. 

Copper gaskets and asbestos gaskets, any quantity, have 
been rated third class in official and second in southern and 
western for many years. The Commission, in disposing of this 
case, merely found that the higher rating on the gaskets made 
of copper and asbestos, called combined gaskets, was unduly 
prejudicial, without. saying whether the carriers should raise 
the ratings on asbestos and copper gaskets or lower that on 
the combined gaskets. It ordered them to remove the undue 
prejudice not later than January 5. 


SHEET METAL FLUES AND ELBOWS, ETC. 


The Commission, by division 4, in No. 20304, James Man- 
ufacturing Company vs. Chicago & North Western et al., has 
found that the charges collected on a mixed carload of sheet 
metal flues and elbows, livestock stalls, and orchard sprayers, 
from Fort Atkinson, Wis., to Elmira, N. Y., in 1925, were in 
excess of those applicable. It has directed a refund of $11.65 
with interest. 


PAPER CUP RATINGS 

The Commission, by division 4, in No. 19845, R. P. Andrews 
Paper Co. vs. Long Island et al., has found unreasonable the 
first and third class ratings and rates on paper cups, carloads 
and less than carloads, from College Point and New York, N. Y., 
to Washington, D. C., to the extent they exceeded or may exceed 
second on less than carloads and fourth on carloads, minimum 
24,000 pounds, subject to Rule 34, and awarded reparation. In 
this case the Commission followed Public Service Cup Co. vs. 
A. C. L., 118 I. C. C. 697, ratings and rates in accordance where- 
with were ordered into effect in 1927. Shipments involved were 
made in 1925 and 1926. 


CATTLE CASES DISMISSED 


The Commission, by division 3, has dismissed No. 16418, 
California Dressed Beef Co. et al. vs. K. C. M. & O. et al., and 
the cases joined with it, finding the rates charged on cattle and 
calves, from points in Texas and New Mexico to Los Angeles, 
Calif., in 1921, 1922, 1923 and to February 9, 1924, inclusive, were 
not illegally assessed in violation of the aggregate of inter- 
mediates part of the fourth section made by the use of the com- 
bination rule. It has further found that the rates on cattle and 
calves from points in Texas and New Mexico to Los Angeles, 
Calif., between July, 1921, and February 9, 1924, were not unrea- 
sonable, unjustly discriminatory or unduly prejudicial. This 
report also covers six sub-numbers, Associated Meat Co. et al. 
vs. El Paso & Southwestern et al.; Standard Packing Co. et al. 
Texas &* Pacific et al.; California Dressed Beef Co. et al. vs. 
Texas & Pacific et al.; Cudahy Packing Co. vs. Santa Fe et al.; 
Same vs. Texas & Pacific et al.; Same vs. Galveston, Harrisburg 
& San Antonio et al.; and No. 17538, Hauser Packing Co. vs. 
Southern Pacific. 


LEAD CASE DISMISSED 


The Commission, by division 4, has dismissed No. 19888, 
Tobacco Foil Co. vs. Richmond, Fredericksburg & Potomac et al., 
finding not unreasonable the rates on lead dross and pig lead, 
carload, from Richmond, Va., to Baltimore, Md., Philadelphia, Pa., 
Newark, N. J., and New York, N. Y. 


LAMP CHIMNEY RATE 


An order of dismissal has been made in No. 20116, Shreve- 
port (La.) Chamber of Commerce on behalf of Shreveport Lamp 
Chimney Co. vs. Houston & Shreveport et al., the Commission, 
by division 4, finding that the rate charged on a carload of lamp 
chimneys, shipped from Shreveport, La., to El] Paso, Tex., in 1924 
was not unreasonable or otherwise unlawful. A rate of $1.11 was 
charged. <A rate of 75 cents was in effect over another route at 
the time of the movement. Later the lower rate was put into 
effect over the route that had been used. The report said that 
repeatedly the Commission had found that those facts alone 
did not prove a rate unreasonable. 


POTATO RATE PRESCRIBED 


The Commission, by division 4, in No. 19409, Stein Potato 
Co. vs. Chicago & North Western et al., has found the rate 
charged on a carload of potatoes shipped from Goodland, Minn., 
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to Minneapolis, Minn., stored in transit at that point and re. 
shipped to Correctionville, Ia., was, is and for the future wij] 
be unreasonable to the extent it exceeded or may exceed the 
rate from Grand Rapids, Minn., to Correctionville. A new rate 
complying with that finding is to be made effective not later 
than November 24. 


PIPE AND OIL WELL SUPPLIES 


A finding of unreasonableness and an award of reparation 
have been made in No. 17386, Hiram C. Wilson vs. Santa Fe et 
al., as to the rates and charges on two carloads of wrought iron 
pipe and one carload of oil well supplies from Kellyville and 
Depew, Okla., to Alamota, Kan. The Commission, by division 
4, found that the rates were unreasonable to the extent they 
exceeded 60 and 61 cents on wrought iron pipe from Kellyville 
and Depew, respectively, and 82 cents on oil well supplies from 
Kellyville to Alamota. In view of the orders in Consolidated 
Southwestern cases, the Commission said no order for the fu- 
ture was necessary. In discussing the reparation feature of 
the case the report said all the contentions were advanced by 
the parties and disposed of in Prairie Pipe Line Company vs, 
A. W. Ry. Co., 132 I. C. C. 56 and 146 I. C. C. 149. 


FRUITS AND VEGETABLES 

The Commission, by ‘division 3, in No. 19850, Meridian 
(Miss.) Traffic Bureau vs. Columbus .& Greenville et al., has 
found unduly prejudicial, but not otherwise unlawful, the rates 
on domestic fruits and vegetables, carloads, from New Orleans, 
La., and Mobile, Ala., to Meridian, Miss., and prescribed new 
ones effective not later than December 22. The finding was 
that the rates were and for the future would be unduly preju- 
dicial to the extent they exceeded or might exceed the contem- 
poraneous rates to Hattiesburg, Miss., by more than 8 cents on 
carloads and 13 cents on less than carloads. 


AUTOMOBILE BODY RATING 


A rating on automobile bodies, in [Illinois Classification, 
higher than ratings in either Western or Official Classifications, 
has been condemned as unreasonable and reparation awarded 
on shipments moving between June 25 and July 30, 1923, in No. 
19331, Chevrolet Motor Co. vs. Chicago & North Western et al. 
The Commission, by division 4, dealt with the rating in connec- 
tion with shipments of passenger automobile bodies, set up or 
partly knocked down, from St. Louis, Mo., to Janesville, Wis. 
It said no evidence was offered by the defendants, which had 
changed the rating on August 1, 1923. It said there was a pre- 
sumption against the reasonableness of any rating in [Illinois 
Classification higher than that in either the Western or Official 
classification. The rating assailed was first class, minimum 
10,000 pounds, subject to rule 34. The first class rate was 87 
cents. The Commission found that rate unreasonable to the 
extent it exceeded the second class rate of 74 cents. 


GRAVEL CASE DISMISSED 
The Commission, by division 4, has dismissed No. 20063, 
Hardaway Contracting Co. vs Seaboard Air Line et al., finding 
not unreasonable the rate on gravel from Montgomery, Ala., 
to Norfleet, Fla. 


OVERALLS, SHIRTS, AND WORK CLOTHES 


An order of dismissal has been made in No. 19834, Terre 
Haute (Ind.) Chamber of Commerce vs. Ahnapee & Western 
et al., the Commission, by division 3, finding not unreasonable 
or unduly prejudicial the rates on overalls, overshirts, duck 
coats, and men’s work clothes, any quantity, from Terre Haute, 
Ind., to Chicago, Ill., and Milwaukee, Wis. 


LIME CASE DISMISSED 
The Commission, by division 4, has dismissed No. 20035, 
Ladd Lime & Stone Co. vs. Seaboard Air Line et al., on a finding 
that rates on lime from Ladds, Ga., to Guntersville, Ala., are not 
unreasonable or otherwise unlawful. 


‘WROUGHT IRON PIPE 


The Commission, by division 4, has dismissed No. 19193, 
Louisiana Iron & Supply Co. vs. Texas & Pacific et al., on a 
finding that the rate on wrought iron pipe, carloads, from 
Ranger, Tex., to Eldorado, Ark., is not unreasonable. 


FRESH CABBAGE RATES 

The Commission, by division 4, in No. 19751, Joseph M. 
Vinci vs. Big Four et al., has found unreasonable the carload 
rates charged on fresh cabbage from Natchez, Crystal and Fos- 
ter, Miss., and on wrapped fresh tomatoes from Natchez to 
Indianapolis, Ind., and awarded reparation. The rates assailed 
were those on ten carloads of cabbage moving between May 5, 
1923, and June 4, 1925, and on two carloads of tomatoes shipped 
in 1923 and 1925, from Terry, Miss., and Natchez, to Indianapolis, 
Ind. The Commission found that the claim on a shipment 
delivered prior to May 28, 1925, was barred by the statutes of 
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limitation. It found that the rates charged were unreasonable 
to the extent they exceeded 70.5 cents on cabbage and 90 cents 
on tomatoes. The rates were in disregard of the fourth section, 
although protected by appropriate application. Rates of 70.5 
and 90 cents were established in November, 1927. 


ADDING MACHINE RATE 
The Commission, by division 4, has dismissed No. 19940, 
Burroughs Adding Machine Co. vs. Wabash et al., finding not 
unreasonable the rate on adding machines, carloads, from 
Detroit, Mich., to San Francisco, Calif. 


OATS RECONSIGNMENT CHARGES 


The Commission, by division 4, in No. 20075, Benson-Quinn 
Co. vs. Director-General, as agent, has found inapplicable charges 
assessed for reconsignment, at Willmar, Minn., on eight car- 
loads of oats originating at points in South Dakota and 
Minnesota, in 1919, and awarded reparation amounting to $40 
with interest. It has found that a claim covering like charges 
on two carloads of oats is barred by the statute of limitations. 


COTTON COMBINATION 


The Commission, by division 4, in No. 20112, Raleigh Savings 
Bank and Trust Co. vs. Atlantic Coast et al., has found inapplic- 
able the combination rate charged on cotton, carloads, from 
Angier, N. C., to Spray, N. C., over interstate routes, and awarded 
reparation. It has found a similar rate charged on shipments 
to Greenville and Union, S. C. applicable. The shipments were 
made in 1924. The Commission found that the rate applicable 
on two shipments to Spray was 67.5 cents. The complainant 
relied upon the principles enunciated in the Sligo Iron Store 
Case, 62 I. C. C. 643 and 73 I. C. C. 551. 


ELECTRIC COMBINATION COOKERS 


A finding of inapplicability and an award of reparation have 
been made in No. 19905, Valley Electrical Supply Co. vs. Santa 
Fe et al., as to the rates on electric combination cookers, L. C. L., 
from Toledo, O., to Fresno, Calif. The Commission found that the 
first class rate, $5.25, applicable on the cookers on and after 
April 30, 1928, was not and is not unreasonable. It found that 
the rate charged prior to that day was inapplicable; that the 
applicable rates was the third class rate of $3.78 prior to 
October 20, 1926, and the second class rate of $4.55 thereafter 
to April 30, 1928, and awarded reparation to that basis. 


GRAIN ROUTE CLOSING 


The Commission, by division 3, in I. and S. No. 3094, rout- 
ing grain and grain products to points in Louisiana on the St. 
Louis Southwestern, has found not justified the proposed re- 
striction of the application of rates on grain and related com- 
modities, from points in western territory to destinations in 
Louisiana on the Cotton Belt. It has ordered the cancellation 
of the suspended schedules and discontinued the proceeding. 

The tariffs proposed to restrict routing so that on ship- 
ments originating on or moving by way of the Kansas City 
Southern the rates would not apply via Shreveport. The tariffs 
were suspended upon protest of the Shreveport Chamber of 
Commerce. The Kansas City Southern, which was to have 
been deprived of the benefit of routing over its rails, inter- 
vened in behalf of Shreveport. The origin territory affected 
by the proposed restriction, the Commission said, was exten- 
sive, comprising many points in Arkansas, Oklahoma, Kansas 
and states north thereof. The destinations involved are north 
of Shreveport, on a branch line of the Cotton Belt, the most 
northerly point being Arkana, La. The suspended schedules 
contemplated the elimination of Shreveport as a junction point, 
leaving the joint rates to apply via Texarkana, Tex., only. 
Higher combinations would apply via Shreveport. 

The Commission said the justification offered by the re- 
spondents was based entirely on an alleged error in tariff pub- 
lication. It said they made no attempt to prove that the present 
route of the Kansas City Southern via Shreveport was unduly 
circuitous or that the increased rates which would result from 
their proposals would be reasonable. It added that the alleged 
error in tariff publication was not of itself sufficient to justify 
the proposed restriction. 


CEMENT CHARGES INAPPLICABLE 


The Commission, by division 4, in No. 19996, Lehigh Port- 
land Cement Co. vs. Chesapeake & Ohio et al., and No. 20272, 
Same vs. Chesapeake & Ohio et al., has found inapplicable the 
rates charged on cement from Fordwick, Va., to Robbinsville, 
N. C., and Kilsyth, W. Va., on shipments made in 1927. The 
complainant was awarded reparation by the application of the 
doctrine laid down in the Sligo Iron Store Case, 62 I. C. C. 643, 
and 73 I. C. C. 551. Commissioner Woodlock said he concurred 
in this report because it was consistent with many cases the 
Commission had decided since the Sligo case. He added that 
the combination rule method of publishing rates had been a 
constant source of litigation; that it was very objectionable, if 
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not unlawful, and that definite steps should be taken to remove 
the combination formula from the tariff. 


OIL WELL SUPPLIES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19949, R. K. Stovall vs. Santa Fe et al., 
as to the rate charged on a carload of oil well supplies shipped 
from Tulsa, Okla., to Carlsbad, N. M., in July, 1926. The Com- 
mission, by division 4, has found the rate was unreasonable to 
the extent it exceeded $1.10. An applicable class A rate of 
$1.335 was collected. Effective August 31, 1926, that rate was 
reduced to $1.02. 


WROUGHT IRON PIPE 


A finding of unreasonableness and an award of reparation 
have been made in No. 20033, Lone Star Gas Co. vs. Alton & 
Southern et al., as to the charges on one carload of wrought 
iron pipe shipped from Wheeling, W. Va., to Vernon, Tex., in 
July, 1926. The Commission, by division 4, found the charges 
were unreasonable to the extent that they exceeded those which 
would have accrued at a rate of $1.075 plus a charge of $2.25 
for diversion at Mineola, Tex. 


IRON ROUTING RESTRICTION 

The Commission, by division 3, in I. and S. No. 3125, restric- 
tion in routing iron and steel articles from Steelton, Minn., to 
Sterling Ill., and other points in connection with the Waterloo, 
Cedar Falls & Northern, has found not justified the proposed 
routing restriction on iron and steel articles, carloads, from 
Steelton, to all destinations on the Chicago, St. Paul, Minneapolis 
& Omaha and the Chicago & North Western. It has ordered 
the cancellation of the suspended schedules and discontinued 
the proceeding. 

In the suspended tariffs the Omaha and the Northwestern 
system roads proposed to eliminate routes in which the Waterloo, 
Cedar Falls & Northern would form parts, on the theory that 
inclusion of the rails of that carrier resulted in a short-hauling 
of the roads proposing the elimination. In disposing of the case, 
the Commission said that the routes which would be eliminated 
by the proposed restriction were not materially longer than the 
North Western system route and therefore could not be con- 
sidered circuitous. It said there was no merit to the contention 
that the use of those routes resulted in wasteful transportation. 

“The traffic in question,” says the report, “does not originate 
on the North Western system and consequently it has no right 
to restrict the routing on the theory that it is being short-hauled, 
as it is only entitled to its long haul from the junction point 
at which it receives the traffic from its connections. Waverly 
Oil Works Co. vs. P. R. R. Co., 28 I. C. C. 621. Furthermore, no 
attempt was made to justify the increases in rates over routes 
sought to be eliminated which would result from the suspended 
schedules.” 


RATES ON BEVERAGES 


The Commission, by division 3, in No. 18898, Clark & Lewis 
Company et al. vs. Clyde Steamship Company et al., has found 
unreasonable but not unduly prejudicial rail rates on beverages, 
carloads, from Jacksonville, Fla., to Daytona Beach, Cocoa, 
West Palm Beach and Miami, Fla., for interstate movement, 
for the past, present and future, to the extent that they ex- 
ceeded, exceed or may exceed the sixth-class rates prescribed 
or approved from and:to the same points in Southern Class 
Rate Investigation, 100 I. C. C. 513; 109 I. C. C. 300; 113, I. C. 
C. 200; 128 I. C. C. 567. The rates are to be established on or 
before December 5. 

Proportional water rates on beverages, in carloads and 
less than carloads, from Jacksonville to Miami, for interstate 
movement, were not shown to have been or to be unreasonable 
or unduly prejudicial, said the Commission. 

The Commission said the through charges were not as- 
sailed and that reparation was denied, citing Cairo Board of 
Trade vs. C. C. C. & St. L., 46 I. C. C. 348, 350; and Standard 
Potash Company vs. Director General, 92 I. C. C. 337. 

Complainants alleged that the proportional rates on bev- 
erages, carloads, for movement by rail from Jacksonville to 
the other Florida points involved, and the. proportional rates 
on those commodities by water, from Jacksonville to Miami, 
when originating at interstate points, had been and were un- 
reasonable, unjustly discriminatory and unduly prejudicial. The 
allegation of unjust discrimination was withdrawn at the hear- 
ing. After a discussion of the evidence, the Commission, be- 
fore setting forth the findings in the case, said: 

At the hearing defendants asked that the complaint be dismissed 
because it attacks only the proportional rates south of Jacksonville. 
These proportional rates are parts of through rates from inter- 


state points and as above stated, the record indicates that the 
factors north of Jacksonville are depressed. There is nothing to 


show that those factors plus the factors south of Jacksonville 
result in unreasonable through rates. 
cases dealt with one proportional rate which constituted a part 
of a through rate, in this instance we do not think that the facts 
warrant the fixation of reasonable maximum proportional rates south 
of Jacksonville without regard to the other factor or factors con- 


While we have in some 








stituting the through rates. We are, however, of the opinion that, 


independent of the other factors, the proportional rates south of 


Jacksonville should not exceed reasonable local class rates from 
and to the same points. In the recent southern class rate re- 
vision we prescribed reasonable maximum class rates for_ local 
application between Jacksonville and the points in southern Florida 
embraced in this proceeding. Class rates pursuant to that decision 
were established January 15, 1928. The sixth-class rates which 
then became effective are generally lower than the former propor- 
tional sixth-class rates and also lower than the present propor- 
tional commodity rates. For example, the present sixth-class rates 
from Jacksonville to Cocoa, 173 miles, is 45 cents as compared with 
the former proportional sixth-class rate of 53.5 cents, and the 
present sixth-class rate from Jacksonville to West Palm Beach is 
57 cents as compared with the present proportional commodity rate 
of 67.5 cents. We will not in this case prescribe reasonable max- 
imum proportional rates on beverages from and to the points embraced 
in the complaint but such proportional rates should not exceed the 
interstate class rates between the same points found reasonable by us. 


AUTOMATIC TRAIN CONTROL 


In reports in No. 13413, in the matter of automatic train 
control devices, the Commission, by division 6, has found in- 
stallations of automatic train-stop devices to meet the require- 
ments of its specifications and order, with exceptions, and has 
prescribed requirements in respect of apparatus with which the 
carriers are expected promptly to comply, in the following: 


Sub. No. 12-2. Installations on the Bethlehem branch of the 
New York division of the Reading Co. Total cost of installations, as 
reported by the carrier, $870,333.48. 


HOCH-SMITH HAY 


In No. 17000, part 10, hay rates within the western district, 
and cases grouped therewith, the Commission has announced 
that the hearing now assigned before Examiners Worthington 
and Walsh on November 12 at Omaha, Neb., has been canceled 
and that the proceedings have been reassigned for hearing be- 
fore the same examiners November 21 at the U. S. Court 
Rooms, Omaha, Neb. 





HOCH-SMITH GRAIN 


Commissioner Meyer, in charge of No. 17000, part 7, Hoch- 
Smith grain and grain products with the western district and 
for export, has issued the following notice: 


Initial briefs will be due December 31, 1928; reply briefs February 
15, 1929. Reply briefs will be received only from those who have filed 
initial briefs. Parties intending to file briefs should notify the Com- 
mission not later than November 1, 1928, in order that a service list 
may be prepared and served. Service of briefs will be required only 
upon the parties named in that list. ; 

The record in this ——s is comprehensive and manifestly 
can not be discussed in minute detail in the report. Briefs should 
therefore fully define the general issues and specific situations deemed 
by the respective parties to be of sufficient importance to be made 
the subject of definite findings and recommendations in the proposed 
report, and give transcript page numbers and exhibit numbers in 
support of statements of fact, whether made in connection with the 
digest of testimony or with argument, 


HOCH-SMITH PETROLEUM 


The Commission, in reforming No. 17000, part 4-A, Hoch- 
Smith petroleum (see Traffic World, October 13), consolidated 
with the general investigation or reopened the following com- 
plaints: 


No. 16272, Lone Star Gas Co. vs. Santa Fe et al.; No. 17441, 
Transcontinental Oil vs. St. Louis-San Francisco et al.; No. 17459, 
Texhoma Qil & Refining Co. vs. Chicago, Rock Island and Gulf et al.; 
No. 17498, Litwood Oil & Supply Co. et al. vs. Santa Fe et al.; No. 
17678, Texas Oil Co. vs. Houston East and’ West Texas et al.; No. 
18336, Gibson Oil Co. vs. Arkansas Western et al.; No. 18393, Cities 
Service Oil Co. et al. vs. Santa Fe Railway Co. et al.; No. 18393 (Sub- 
No. 1), Empire Refineries, Inc., vs. Santa Fe Railway Co. et al.; 
No. 18576, Oriental Oil Co. vs. Santa Fe et al.; No. 18578, Empire 
Refineries, Inc., vs. Arkansas & Louisiana Missouri et al.; No. 18581, 
Barnsdall Refineries, Inc., et al. vs. Santa Fe et al.; No. 18581 (Sub- 
No. 1), Dixie Oil Co., Inc., et al. vs. Santa Fe et al.; No. 19609, 
Standard Oil Co. of Louisiana vs. Santa Fe et al.; No. 19928, Skelley 
Oil Co. vs. Santa Fe et al.; No. 20002, Louisiana Oil Refining Corp. vs. 
Angelina & Neches River et al.; No. 20245, Transcontinental Oil Co. 
vs. Chicago, Rock Island & Pacific et al.; No. 20510, Lone Star Gas 
Co. vs. Missouri-Kansas-Texas et al.; No. 20835, Gulf Refining Co. 
et al. vs. Abilene & Southern et al.; No. 21080, Anderson Oil Co. et 
al. vs. Abilene & Southern et al.; No. 21080 (Sub-No. 1), Oscar Fuller 
et al. vs. Sanfta Fe et al.; No. 21080 (Sub-No. 2), Bradfield Oil & 
Supply Co. et al. vs. Abilene & Southern et al.; No. 21080 (Sub-No. 3), 
Alton Automobile Co. et al. vs. Abilene & Southern et al.; No. 21080 
(Sub-No. 4), Andrew, County Oil Co. et al. vs. Abilene & Southern 
et al.; and No. 21435, Mid-Continent Petroleum Corp et al. vs. Ark- 
ansas Valley Interurban et al. 


In a notice announcing the inclusion of Texas and Kansas 
intrastate rates and other changes in the investigation, the 
Commission said: 


In accordance with the notice issued on August 28, 1928, a pre- 
liminary conference was held in connection with the above cases 
at St. Louis, Mo., on September 15, 1928. The suggestions contained 
in that notice, as well as certain other suggestions originating at the 
conference itself, were discussed at that time. Since the conference, 
the Commission has received the complaint of Mid-Continent Pe- 
troleum Corp. et al. vs. Arkansas Valley Interurban Railway Co. 
et al., Docket No. 21345 attacking the intrastate rates on refined 
petroleum products within the state of Kansas. 

Consideration has been given to the suggestions made at the 
conference and the order of June 4, 1928, has been revised in several 
respects, namely: 
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“(1) Certain additional complaints filed since the original order 
was entered have been consolidated with the general investigation, 

(2) The northern boundary of southern Missouri has been mogj- 
fied in accordance with the suggestions made at the conference, 

““(3) Intrastate rates in Texas and Kansas have been includeq 
in the general -investigation. 

“(4) The general investigation has been restricted to include 
only the higher-grade refined petroleum products. (In cases where 
complaints consolidated with the investigation assail rates on other 
refined petroleum products not included in the general investigation 
the rates on such petroleum products will be considered only to 
the extent that they are brought in issue by the several complaints.) 

“*(5) Export and coastwise rates have been excluded. 

“*(6) Less-than-carload rates have been excluded.”’ 

The Commission considers that the record should be developed 
in such a manner as will enable it to carry out the purposes of 
the Hoch-Smith resolution, in so far as that may be practicable in 
view of the limited scope of the proceedings. 

The suggestion was made at the conference that all persons 
expecting to submit evidence in this proceeding file with the Com- 
mission prior to the hearings a statement of the contentions that 
they expect to present. This statement should be filed not later than 
November 1, 1928, and should be served upon all persons named in 
the list attached to this notice. 

Hearings will be held at Dallas, Tex., Tulsa, Okla., and Kansas 
City, Mo., in the order named and at dates to be announced later, 
Where complaints raise issues upon refined petroleum products not 
included in the general investigation, the parties may arrange among 
themselves for confinement of the testimony concerning such issues 
to hearings at one or more of the places named. 


SUSPENDED TARIFFS 


In I. and S. No. 3181, the Commission has suspended from 
October 15 until May 15 schedules in supplement No. 7 to Mis- 
souri-Kansas-Texas I. C. C. No. 352. The suspended schedule 
proposes to increase the intermediate switching charge at Okla- 
homa City, Okla., between the Fort. Smith & Western R. R. 
and the St. Louis-San Francisco Ry. Co. from $2.25 to $6.30 per 
car. 

In I. and S. No. 3182, the Commission has suspended from 
October 15 until May 15 schedules in the following tariffs: 
Supplement No. 25 to Toll’s I. C. C. No. 1170; supplements Nos. 
8 and 10 to Toll’s I. C. C. No. 1200; supplements Nos. 2 and 4 
to Toll’s I. C. C. No. 1208. The suspended schedules propose 
to restrict the use of the so-called Jones’ combination rule on 
lumber and related articles from the Pacific northwest region to 
points in various states east and southeast thereof with resultant 
incnreases in rates to such destinations. They also propose to 
establish specific through joint rates on lumber and related 
articles from the Pacific Northwest region to destinations on 
the Denver & Salt Lake Railway, in Colorado which, because 
of their intermediate application, would result in increased rates 
to certain intermediate points on this line to which through 
joint rates are not published. 

In I. and S. No. 3183, the Commission has suspended from 
October 15 until May 15 schedules in Glenn’s I. C. C. No. A-677, 
supplement No. 1 to his I. C. C. No. A-643, and various tariffs 
issued by southern carriers. The suspended schedules propose 
to increase the rates on naval stores, carloads, from south 
Atlantic ports and interior points to Canadian destinations. The 
following is illustrative: 


Rates in cents per 100 pounds on turpentine, carloads, from Jack- 
sonville, Fla., and Savannah, Ga., to Montreal, Que., present 5614, 
proposed 94; Toronto, Ont., present 68, proposed 76; Ottawa, Ont., 
present 70, proposed 94. 

In I. and S. No. 3185, the Commission has suspended from 
October 18 until May 18, schedules as published in Supplement 
No. 6 to Duluth, South Shore & Atlantic tariff I. C. C. No. 3490. 
The suspended schedules propose to increase and reduce rates 
on grain and grain products, carloads, from Duluth, Minn., and 
related points, to stations on the D. S. S. & A. Ry., in Mich- 
igan. The following rates, in cents per 100 pounds, from Du- 
luth, Minn., is illustrative: 


—Present— —Proposed— 
To Wheat Corn Wheat Corn 
Marquette, Mich. ............. 14.5 13 16 14.5 
MIGREINOM, DRIGR.  ccciccicccsccs 23 20.5 23 18.5 


CAB CURTAIN EXEMPTION 


The Commission, by division 6, in No. 19299, Railroad Com- 
mission of Wisconsin vs. Aberdeen & Rockfish et al., has decided 
that the order in this case making amendments to the rules and 
instructions for the inspection and test of steam locomotives and 
tenders approved May 7, shall not be effective with respect to 
two locomotives owned by the Eastern Kentucky Railroad Co. 
until its further order. The postponement releases the Eastern 
Kentucky from the duty of equipping its locomotives with cab 
curtains and other devices. 

The Eastern Kentucky has renewed its application, in 
finance No. 4966, for permission to abandon operation, by asking 
that that case be reopened. It has also asked to be relieved 
from the duty of obeying the cab curtain order. 


GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the Treas- 
ury, under section 209 (g) of the transportation act, that $6,- 
811.18 will make good the guaranty to the Thompson & Hen- 
derson Railway Company, for the first six months after the end 
of federal control, or the so-called guaranty period. 
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EASTERN PAPER RATES 


Attorney Examiner Howard Hosmer, in No. 14530, West 
Virginia Pulp & Paper Co. vs. Baltimore & Ohio et al. and 
cases joined with it, has recommended that the present rates 
on printing and wrapping paper and paper-board boxes be dis- 
placed, in central and trunk line territories, by the sixth class 
rates to be prescribed in No. 15879, Eastern Class Rate Inves- 
tigation. He has further recommended that the present rates 
on paper-board be displaced with rates made 90 per cent of 
the sixth class rates to be prescribed in the Hastern Class 
Rate Investigation. 

In addition he has recommended that rates from the Fox 
River group in Wisconsin to Chicago and other destinations in 
northern Illinois be brought up to that level. A like recom- 
mendation has been made in respect of rates from Kalamazoo 
and other points in Michigan to destinations in Illinois and 
Wisconsin. 


For the benefit of those interested in these cases, but not 
so much in the Eastern Class Rate Investigation, in which he 
also made a proposed report, Hosmer reproduced, as an ap- 
pendix in this case, the basic scale of rates proposed by him 
to replace the present sixth class rates to official territory, 
beginning with 9 cents for the initial distance of five miles 
and running out at 1,200 miles with a rate of 54 cents. But 
his report, in the paper cases, does not recommend the rates 
shown in that scale as the ones to be published on paper regard- 
less Of what the Commission may do with that scale when it 
finally disposes of the Eastern Class Rate Investigation. But 
whatever is done in the matter of sixth class rates in that case, 
that he recommends to be done with the paper rates. 

Chicago is the market in which the greatest volume of 
paper is used, so all the paper mills in the eastern part of the 
country are trying to get into that city. From the part of the 
territory east of Erie, Pa., the rates, roughly speaking, if not 
without exception, are sixth class. From points west of Erie, 
generally speaking, the rates are three cents under sixth class. 
That condition is ascribed to the influence of decisions made 
by the commission in regard to rates from Wisconsin and 
Michigan to northern Illinois points and carrier competition. 

On account of the lower rates from Erie and points west 
to Chicago, paper manufacturers made complaints, in No. 18596, 
Tonawanda Paper Co., Inc., et al. vs. New York Central et al. 
Arguments in the Tonawanda cases were made nearly a 
year ago. 

Coincidentally with the serving of the Hosmer report the 
Commission reopened the Tonawanda case, the West Virginia 
Pulp & Paper case in which the report was being submitted, 
No. 14531, also made by the West Virginia Pulp & Paper Co., 
and Nos. 13950 and 13431, complaints by the Michigan Paper 
Mills Traffic Association, for further oral argument, together 
with No. 12896, Wisconsin Traffic Association vs. Algoma Cen- 
tral & Hudson Bay et al.; No. 9987, Michigan Paper Mills Traf- 
fic Association vs. Santa Fe et al., and No. 12108, Wisconsin 
Traffic Association vs. C. & N. W. et al., in so far as the three 
dockets last mentioned were re-opened by orders dated October 
1 and 2, 1923. 

In a notice to all concerned the Commission said the cases 
joined with the Tonawanda complaint had been held in sus- 
pense, since their submission, because of the close relation 
between the issues they presented and the Eastern Class Rate 
Investigation. It was said that they would be assigned for 
further oral argument at about the same time as the Eastern 
Class Rate Investigation, which, it said, it hoped might be sub- 
mitted at some time early in 1929. 

Exceptions to the proposed report, in connection with which 
the foregoing mechanical detail was observed, the notice said, 
had to be filed with the Commission and copies served so as 
to reach opposing counsel on or before December 15. 


This bringing of the rates to the level of the sixth class 
that is to be established in the Eastern class Rate Investiga- 
tion is for the removal of undue prejudice. In the course of 
his discussion of the paper rate structure Hosmer seemed to 
squint toward a suggestion that paper might be one of the 
commodities upon which to lay higher rates to the end that 
those on agricultural commodities might be lowered. He said: 


Printing and wrapping paper are fairly high-priced manufactured 
commodities which under settled principles of rate making should bear 
rates corresponding to their proper places in a classification of com- 
modities. Although the risk of loss in transporting these commodities 
is conceded to be negligible, the value of the service to the manufac- 
turer must not be overlooked. If changes in the rates on these com- 
modities are necessary to correct relationships between competing 
manufacturers, they should be accomplished by increases in rates 
rather than reductions. The Hoch-Smith resolution directs that— 
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“In making any such change, adjustment or redistribution the 
Commission shall give due regard, among other factors, to the general 
and comparative levels in market value of the various classes and 
kinds of commodities as indicated over a reasonable period of years 
to a natural and proper devolpment of the country as a whole, and to 
the maintenance of an adequate system of transportation.” 

There is a comparatively steady demand for printing and wrapping 
paper, and the prices are generally stable. So far as these records 
show, the post-war prices have not failed to keep step with those on 
other commodities. 


At this point Hosmer took judicial notice of statistics 
relating to the price levels on paper by means of a footnote, 
as follows: 


According to the Commerce Yearbook for 1928 the index prices of 
book (printing) paper and No. 1 jute manila wrapping paper in 
December, 1927, based on January, 1913, were 172.6 and 189.5, respec- 
tively. The general wholesale price index for the same month was 
149.1. The production of book paper increased from 904,000 tons in 
1914 to 1,328,000 tons in 1925 and that of wrapping paper from 911,000 
tons in 1914 to 1,292,000 tons in 1925. 


Then he continued his discussion, in the course of which 
he made the observation that pointed to even higher rates, as 
follows: 


Complainants’ assertion that printing and wrapping paper con- 
stitue desirable traffic for the railroads is fully borne out by the show- 
ing of the reductions in rates to Chicago which have been made by 
carriers in central territory, but this fact, far from being a reason 
for requiring further reductions, should be recognized as a sign of 
danger that these commodities may be permitted to escape their fair 
share of the transportation burden. A number of important reductions 
in rates on agricultural commodities in official territory have been 
ordered under the Hoch-Smith resolution, and maintenance of maxi- 
mum reasonable rates on manufactured commodities not affected by 
depression is essential to ‘‘an adequate system of transportation.” 


Hosmer, in winding up his report, recommended the fol- 
lowing findings: 


1. The Commission should find that the rates on printing and 
wrapping paper and paper-board boxes, knocked down, in carloads, in 
central and trunk line territories and between those territories will 
be unreasonable in the future to the extent that they may exceed 
such rates as may be prescribed in No. 15879, Eastern Class Rate 
Investigation, to replace the present sixth class rates and that the 
rates on paper-boards will be unreasonable to the extent that they 
may exceed 90 per cent of such rates. 

2. The Commission should find that the uniform application of 
class rates on these commodities will remove the undue prejudice and 
preference from the present rates heretofore pointed out. 

Upon further consideration of the record in No. 12108 the Com- 
mission should find that the rates on printing and wrapping paper, in 
carloads, from the Fox River group to Chicago and other points 
grouped therewith for the future will be unjust and unreasonable 
to the extent that it may exceed 22 cents, and that the rate on the 
same commodities from the same group to Sterling, Rock Island 
and Streator, Ill., for the future will be unjust and unreasonable to 
the extent that it may exceed 26 cents. The outstanding order in 
No. 12108 should be modified in accordance with this finding. 

4. Upon further consideration of the record in No. 9987 the 
Commission should find that, the rates on printing and wrapping 
paper, in carloads, from producing points in Michigan involved in 
that proceeding, to Evanston, Joliet and Streator, Ill., for the future 
will be unduly prejudicial to complainants therein and unduly pref- 
erential of their competitiors in the Fox River group in Wisconsin 
to the extent that the rates from Kalamazoo are not lower than those 
contemporaneously in effect from the Fox River group by at least 
the following amounts per 100 pounds: 
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and that the rates from the Michigan points to Aurora, Elgin and 
Sterling, Ill., will be similarly prejudicial and preferential to the 
extent that the rates from Kalamazoo exceed those contemporaneously 
in effect from the Fox River group. The interrelationships between 
Kalamazoo and the other Michigan producing points should be the 
same as.those under the new sixth class rates. The order in No. 9987 
should be modified in accordance with this finding. 

5. Upon further consideration of the record in No. 12986 the 
Commission should find that the rates assailed in the complaint 
therein were not unreasonable or otherwise unlawful and should - 
enter an order dismissing the complaint. 


This report also embraces No. 14531, Same vs. Ann Arbor 
et al.; No. 13950, Michigan Paper Mills Traffic Association vs. 
New York Central et al.; No. 13431, Same vs. Michigan Central 
et al.; No. 9987, Same vs. Santa Fe et al.; No. 12108, Wisconsin 
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Traffic Association vs. Chicago & North Western et al.; No. 
12986, Same vs. Algoma Central & Hudson Bay et al.; and 
No. 18596, Tonawanda Paper Company, Inc., et al., vs. New 
York Central et al. 


PASSENGER AUTOMOBILE RATES 


Examiner C. W. Berry has recommended the dismissal of 
No. 15689, Martin-Nash Motor Company vs. Chicago, Milwaukee 
& St. Paul et al., and No. 16949, J. W. Goldsmith, Jr.-Grant 
Company et al. vs. Atlanta & West Point et al., on a finding 
that the rates on passenger automobiles, carloads, from Ke- 
nosha and Milwaukee, Wis., Detroit and Lansing, Mich., and 
South Bend, Ind., to Atlanta, Ga., are not unreasonable. The 
rating in official classification territory, 110 per cent of first 
class in comparison with first class in southern and western 
classification territories was also attacked. The examiner said 
the fact that the rating was higher in official than in the other 
territories did not prove that that rating was unreasonable. 


MOLDING SAND RATE 


Examiner Arthur Kettler, in No. 20828, Lebanon Steel Com- 
pany vs. Pennsylvania et al., said the Commission should find 
unreasonable the rate on molding sand, from Millville and 
Manumuskin, N. J., and points grouped therewith to Lebanon, 
Pa., was and would be unreasonable to the extent it exceeded 
or might exceed $2.05 per net ton. He said that that rate 
should be prescribed and reparation awarded. 


PAVING BRICK RATES 


Examiner L. A. Pyle has recommended the dismissal of 
No. 20788, Abel Construction Co. vs. Burlington et al., on a 
finding that the rates charged on many shipments of paving 
brick, from Buffalo, Kansas, to Wilber and Friend, Neb., be- 
tween August 10, 1925, and April 30, 1926, were not unreasonable. 


— 


COMMON CHAIR CHARGES 


Dismissal of No. 20264, S. H. Franklin Co., Benjamin Zim- 
mer, receiver, vs. Burlington et al., has been proposed by Exam- 
iner Albert A. Mattson, on a finding that the charges collected 
and the minimum weight provided in connection with rates on 
three carloads of common chairs shipped from Thomasville, N. C., 
to Minneapolis, Minn., in 1925 and 1926, were not unreasonable 
or otherwise unlawful. 


REFRIGERATION CHARGES 


W. P. Bartel, director of the Commission’s bureau of service, 
and John L. Rogers, special examiner, in a proposed report in 
No. 17936, in re refrigeration charges on fruits, vegetables, ber- 
ries and melons from the south, have recommended a finding 
that present refrigeration charges on the commodities indicated 
from points in Florida, Georgia, South Carolina, North Carolina 
and Virginia to destinations in official classification territory are 
and for the future will be unreasonable and that maximum 
reasonable rates be prescribed for the future. The specific 
findings recommended follow: 


(1) That the charges for standard refrigeration of citrus fruits 
and vegetables from points in Florida to destinations in official classi- 
fication territory are and for the future will be unreasonable to the 
extent that they exceed, or may exceed, 83 per cent of the charges 
now applicable. 

(2) That the charges for standard refrigeration of berries from 
points in Florida to destinations in official classification territory, are, 
and for the future, will be unreasonable to the extent that they exceed, 
or may exceed, 76 per cent of the charges now applicable. 

(3) That the charges for standard refrigeration of other fruits 
and melons from points in Florida to destinations in official classifica- 
tion territory are, and for the future, will be unreasonable to the 
extent that they exceed, or may exceed 89 per cent of the charges 
now applicable. 

(4) That the charges for standard refrigeration of fruits, vege- 
tables, berries, and melons from points in Georgia to destinations in 
official classification territory are, and, for the future, will be unreas- 
onable to the extent that they exceed, or may exceed, 81 per cent of 
the charges now applicable. 

(5) That the charges for standard refrigeration of fruits, berries 
and melons from points in South Carolina to destinations in officiai 
classification territory are, and for the future, will be unreasonable 
to the extent that they exceed, or may exceed, 80 per cent of the 
charges now applicable. 

(6) That the charges for standard refrigeration of vegetables 
from points in South Carolina to destinations in official classification 
territory are, and for the future, will be unreasonable to the extent 
that they exceed, or may exceed, 85 per cent of the charges now 
applicable. 

(7) That the charges for standard refrigeration of berries from 
points in North Carolina to destinations in official classification ter- 
ritory are, and for the future, will be unreasonable to the extent 
that they exceed, or may exceed, 74 per cent of the charges now 
applicable. ‘ 

(8) That the charges for standard refrigeration of vegetables and 
melons from points in North Carolina to destinations in official 
classification territory are, and for the future, will be unreasonable 
to the extent that they exceed, or may exceed, 83 per cent of the 
charges now applicable. 

(9) That the charges for standard refrigeration of fruits, vege- 
tables, berries, and melons from points in Virginia to destinations in 
official classification territory are, and for the future, will be unreas- 
onable to the extent that they exceed, or may exceed, 80 per cent of 
the charges now applicable. 

The Commission should direct respondents to revise their tariffs, 
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and their agreements and arrangements with the express company in 
accordance with the conclusions announced herein. 


The investigation was instituted by the Commission on its 
own motion into and concerning the justness, reasonableness, 
and lawfulness of the charges of all common carriers by railroad 
subject to the interstate commerce act and operating in southern 
classification and official classification territories, applicable to 
the protection against heat of perishable freight such as fruits, 
vegetables, berries and melons, from points in the states here. 
tofore mentioned to points in official classification territory; and 
into and concerning the character, extent, and cost of such pro. 
tective service, with a view to prescribing such just and reason- 
able charges therefor as might appear to be warranted by the 
record. 

“The investigation was instituted in conformity with a 
request from certain of the respondents that the Commission 
conduct a thorough investigation of all the facts and costs 
involved in the refrigeration service,’ says the report. ‘This 
request was the outgrowth of dissatisfaction on the part of 
certain of respondents with conclusions reached by the Commis- 
sion in Railroad Commissioners of Florida vs. Director General, 
61 I. C. C. 488; 74 I. C. C. 157; and Refrigeration Charges from 
Florida, 85 I. C. C. 247. 

“Our investigation consisted of observations by inspectors 
at certain icing stations of the amounts of ice applied to par- 
ticular cars, a check of the time consumed in switch movements 
made necessary by the icing of cars under observation and a 
general analysis by our accountants of the accounts and records 
of the Fruit Growers’. Express Company, hereinafter referred to 
as the express company. The latter company performs the re- 
frigeration service for the carriers and furnishes such refrig- 
erator cars as are required.” 

The report said the testimony was confined almost wholly 
to the cost of various services necessary in standard refrigeration 
covering which stated refrigeration charges were assessed under 
the perishable protective tariff and supplements thereto, and 
related matters. Little or no evidence was introduced as to the 
character or extent of the protective service, or as to the cost 
of other than standard refrigeration service, said the report. 

“Standard refrigeration contemplates initial icing to bunker 
capacity at point of origin and refilling bunkers to capacity at 
all regular icing stations en route,” said the report. “Practically 
all of the evidence submitted by the carriers and shippers was 
either in support or in refutation of the evidence and views of 
our representatives, and this report will therefore deal prin- 
cipally therewith.” 

The report said that in Perishable Freight Investigation, 56 
I. C. C. 449, 492, the cost factors set up in support of the pro- 
posed stated charges for refrigeration were: (1) Cost of ice 
furnished; (2) hauling the ice placed in the bunkers of the 
refrigerator cars; (3) switching cars to and from stations for 
the purpose of placing ice in the bunkers; (4) repairs to the 
refrigerating devices of refrigerator cars, and (5) supervision. 

“The investigation was primarily predicated on the consid- 
eration of these five factors and matters relating thereto,” said 
the report. “Later a study was made of the amounts which 
should be allowed to cover risk, or hazard, and for profit. The 
evidence and contentions as to each of these factors will be 
considered in the order above stated.” 


At the outset, said the report, attention should be directed 
to the contention of the Commission’s accountants, and of cer- 
tain shippers, that the cost of hauling ice in bunkers, cost of 
switching cars to and from icing stations, and cost of repairs 
to refrigerating devices of refrigerator cars should not be con- 
sidered in arriving at reasonable charges for the refrigeration 
service. After discussing this phase of the case, the report said: 


Our conclusion is that it will be much more equitable for everyone 
concerned if line haul rates are established which include compensa- 
tion for no protective service, and a separate charge established for 
each of the various classes of protective service. In this way a 
shipper will pay for what he gets and not bear a part of the cost of 
giving services to other shippers which he does not desire or obtain, 
and carriers will receive compensation for the additional service per- 
formed. We see no basis for complaint of this method by either 
carriers or shippers. ‘If compensation for any of these elements of 
cost incurred in furnishing protective service is now included in the 
line haul rates it should be removed therefrom and included in a sep- 
arate charge applicable only to the movement requiring such services. 


The report then took up in detail questions related to cost 
of ice furnished, haulage of ice placed in bunkers, switching cars, 
repairs to refrigerating devices and supervision. 


After discussion of the terms of agreements between the 
various carriers and the express company, the report said the 
establishment of rates and disposition of excess returns, in 
accordance with the act, could not be accomplished if carriers 
disposed of the revenues from the services to which their prop- 
erty was devoted by settlements in accordance with the present 
methods. It said the only return to the carriers for the service 
of hauling ice in bunkers and switching was through dividends 
paid to the stock owners in the express company, the capital 
stock of which is owned by eighteen carriers. 

“There appears no valid reason why the express company 
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should receive revenues from services which it does not per- 
form,” said the report. “The carriers should retain the revenues 
derived from services which they alone perform and such reve- 
nues should be divided between the carriers according to serv- 
ices performed and the equities properly considered in making 
divisions. The carriers should be directed to change their 
methods of settlement in accordance with the principles herein 
announced.” ‘ 

Referring to evidence to the effect that the peach growers 
of Georgia and the growers of peaches, vegetables, and berries, 
in North Carolina, were in poor financial condition, the report 
stated it was clear that if the charge for refrigeration service 
had influenced the present financial condition of the growers, 
it was but one of several such factors. 

Shippers call attention to the Hoch-Smith resolution and 
urge its relation to the financial condition of the growers,” said 
the report. “The adjustments required herein are based upon 
the cost of the service and a reasonable profit. The findings are 
in harmony with existing law and the resolution.” 

The Commission has assigned No. 17936, in re refrigeration 
charges on fruit, vegetables, berries and melons from the south, 
for oral argument, December 7, and has announced that excep- 
tions must be filed with the Commission and copies served so 
as to reach opposing counsel on or before November 19, and 
replies on December 3. 


RATES ON LUMBER 


In No. 20684, Edward Hines Yellow Pine Company vs. 
Mississippi Southern et al., involving rates on lumber from 
Lumberton, Miss., to Valley Head, Ala., Examiner L. A. Pyle 
has recommended that the Commission find that the applicable 
rate on the shipments that moved prior to August 25, 1925, was 
37.5 cents and thereafter 24.5 cents; that the rate of 37.5 cents 
was unreasonable to the extent it exceeded 24.5 cents; and that 
the latter rate was not unreasonable. He said that, as com- 
plainant had paid charges based on the rate of 24.5 cents, it 
had not been damaged, and that waiver of outstanding under- 
charges should be authorized and the complaint dismissed. 


RATES ON CEMENT 


Dismissal has been recommended by Examiner H. L. Main 
in No. 20819, Carey-Reed Co. vs. Pennsylvania et al., on a find- 
ing that rates charges on cement, carloads, from Speeds, Ind., 
to Mayfield, Ky., and McKenzie, Tenn., were not unreasonable. 


CABBAGE MISROUTED 


In No. 20812, Page & Son vs. Southern Pacific et al., Exam- 
iner Arnold C. Hansen has recommended that the Commission 
find that a carload of cabbage from Harlington, Tex., to Port- 
land, Ore., was misrouted by the St. Louis, Brownsville & Mex- 
ico. He said the Commission should find that the assailed rate 
of $2.045 was unreasonable to the extent it exceeded $1.86, and 
that complainant was entitled to reparation in the sum of $47.23, 
with interest. He said collection of an undercharge of $54.89 
should be waived. 


RATE ON SUGAR 


An award of reparation in No. 20889, Central Commercial 
Co. vs. Santa Fe et al., has been recommended by Examiner Paul 
Coyle on a finding that the applicable rate of 84 cents charged 
on sugar, carloads, from San Francisco and Crockett, Cal., to 
Flagstaff, Ariz., was unreasonable to the extent it exceeded 77 
cents. 


RATES ON LAKE CARGO COAL 


Examiner Arthur Kettler, in No. 20808, South Fayette Coal 
Co. vs. Monongahela Railway et al., as recommended that the 
Commission find that rates on bituminous coal from Big Meadow 
Run, Pa., to Cleveland and Ashtabula Harbor, O., Erie Pa., and 
other Lake Erie ports, for transshipment by water, are and for the 
future will be unduly prejudicial to the extent that they exceed 
rates on like traffic from the Trumbull, Champion No. 1, Horner, 
Clyde and Maple Glen mines on the Pennsylvania. 

Complainant, operating the Melrose mine near Big Meadow 
Run, Pa., alleged that the rates were unreasonable and unduly 
prejudicial and- unduly preferential of like traffic from mines in 
Pennsylvania in the Pittsburgh district. A finding of unreason- 
ableness was not warranted, said the examiner. 

The examiner said the Melrose mine was on the east bank 
of the Monongahela River, 200 feet from Big Meadow Run, on 
the Monongahela Railway, 5.5 miles south of Brownsville Junc- 
tion, Pa., and 6.5 miles from West Brownsville Junction, Pa., on 
the oppsite side of the river. Big Meadow Run is included in 
a group of mines known as the Connellsville group, adjoining 
the southern border of the Pittsburgh group, and immediately 
south of the Connellsville group is the Fairmont group, accord- 
ing to the report. 

The mines alleged to me preferred are on the lines of the 


‘Pennsylvania and the Monongahela on the west bank of the 


Monongahela River, south of the West Brownsville Junction, the 
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more distant of which are near Besco, Pa., 10.5 miles from West 
Brownsville Junction. The Monongahela, according to the re- 
port, uses the tracks of the Pennsylvania between West Browns- 
ville Junction and Millsboro and serves three mines at Besco 
on the branch line west of Millsboro, known as the Trumbull, 
Champion No. 1, and Horner mines, now in operation. Other 
intermediate mines in operation are the Maple Glen, Driftwood 
and Reliance mines on the Pennsylvania, 7, 5.3 and 3.5 miles, 
respectively, from West Brownsville Junction, according to the 
report. The Clyde mine, 9.5 miles from West Brownsville Junc- 
tion, is idle but is expected to resume operations. Traffic for 
Lake Erie ports from the Melrose mine and also the mines alleged 
to be preferred, moves through Brownsville Junction and over 
the Pittsburgh & Lake Erie or the Pennsylvania or through West 
Brownsville Junction and over the Pennsylvania, according to 
the report. 

“As to lake cargo coal,” said the examiner, “all of the mines 
alleged to be preferred, and mines north of Big Meadow Run, 
are in the Pittsburgh group from which fhe rates to Lake Erie 
ports are $1.46 on coal discharged from vessels at Port Huron, 
Mich., Sarnia, Ont., and intermediate points, and $1.26 on coal 
discharged at more distant points. The rates on like traffic 
from the Connellsville group are 10 cents higher, and from the 
Fairmont group 25 cents higher. Prior to August 10, 1927, these 
differentials were 6 and 15 cents, respectively. On that date 
a rate of $1.46 from the Pittsburgh group and the increased dif- 
ferentials were established in acordance with the findings in 
Lake Cargo Coal Rates, 1925, 126 I. C. C. 309. The reduction 
of 20 cents on coal discharged at points beyond Port Huron 
and Sarnia was established voluntarily by the carriers on June 
18, 1928.” 

Examiner Kettler said it was clear that competition in the 
movement of lake cargo coal existed between the Melrose mine 
and the mines alleged to be preferred. Continuing, he said: 

Established groups should not be lightly or unnecessarily dis- 
turbed unless substantial justice requires it. It appears illogical 
and unjust, however, to exclude Big Meadow Run from a group 
which embraces mines at Besco and other mines south of West 
Brownsville Junction and Brownsville Junction, now in the Pitts- 
burgh group. There is no mine on the Monongahela between Big 
Meadow Run and East Millsboro, Pa., 10.4 miles from Brownsville 
Junction, that ships commercial coal by rail. In connection with 
rates on track coal all of the mines south of the West Brownsville 
Junction and Brownsville Junction referred to, including the Melrose 
mine, are now in one group which, as hereinbefore stated, also em- 
braces other mines taking Connellsville rates. 

Comparing the rates assailed and hauls from Big Meadow Run 
with the rates prescribed for application from Pittsburgh group 
and average hauls therefrom, it could not be said that the rates as- 
sailed are unreasonable. They appear unreasonable only because 
of the fact that they are higher than rates for longer hauls applying 
from the mines at and intermediate to Besco. A finding as to their 
unreasonableness is not warranted. 


HILL CITY ABANDONMENT 


Examiner Thomas F. Sullivan, in finance No. 6833, aban- 
donment by Hill City Railway Company, has recommended that 
the applicant be permitted to abandon, as to interstate and 
foreign commerce, its line of railroad in Aitkin and Itasca coun- 
ties, Minnesota, and the operation of a branch of the Great 
Northern, the owned line and operated branch constituting ,the 
whole of the applicant’s railroad. The Hill City’s owned prop- 
erty is about 17.5 miles long and the branch of the Great North- 
ern over which the Hill City operates is about 6.7 miles long. 

The road was built and operated largely to serve the lum- 
bering interest in which the National Woodenware Company, a 
subsidiary of Armour & Co., was the largest unit. The road 
defaulted on the bonds issued to cover advances made by Ar- 
mour & Co. and was sold at foreclosure in 1915. The timber 
having largely been cut out, the woodenware plant is to be 
dismantled and the machinery sold in time for delivery to its 
buyers by the end of the year. 

Sullivan could see no prospect of traffic enough to warrant 
even an effort at saving the road from abandonment. Local 
interests and the Duluth Chamber of Commerce contended that 
efforts should be made but they would not buy at $46,000, the 
estimated scrap value, and make an effort at salvation. Presi- 
dent Budd, of the Great Northern, said that if the merger of 
the Great Northern and the Northern Pacific were allowed, the 
new company would make an offer in respect of the short line 
similar to that made in respect of other short lines. 

The books of the Hill City, Sullivan said, showed a debit 
balance of $120,881. The Commission’s final value for rate- 
making was $301,104 as of June 30, 1926. 


UNCONTESTED FINANCE CASES: 


Report, certificate and order in F. D. No. 7041, (1) authorizing 
the Southern Pacific Railroad Co. and the Southern Pacific Co. (a) 
to construct a line of railroad, and (b) to abandon a part of a line 
of railroad, in Santa Clara county, Calif., require the construction 
by them of a line of railroad extending from a connection with the 
applicants’ existing line at or near Polhemus Street, in the city of 
San Jose, Calif., in a southerly and easterly direction to a connec- 
tion with such line at or near Lick Station, a distance of about 5.64 
miles; and permit the abandonment by the applicants of that part 
of their existing line in Fourth Street, in the city of San Jose, be- 
tween the south line of Reed Street and a point near.the intersec- 
tion of Fourth and Julian Streets, a distance of approximately 1.12 
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miles; and (2) denying a request for permission to retain excess 
earnings, approved. 

Report and order in F. D. No. 6884, authorizing the Chicago, 
Rock Island & Gulf Railway Co. to issue $108,000, par amount, of 
capital stock, consisting of 1,080 shares of the par value of $100 
each, said stock to be delivered to the Chicago, Rock Island & Pa- 
cific Railway Co. at par in payment for advances used for construc- 
tion work, approved. 

Report and certificate in F. D. No. 7049, authorizing the Gulf & 
Sabine River Railroad Co. to abandon, as to interstate and foreign 
commerce, its railroad in Vernon Parish, La., which extends from a 
connection with the Jasper & Eastern railroad at Nitram in a north- 
erly direction to Fullerton, a distance of 6.18 miles, approved. 

Report and order in F. D. No. 7042, authorizing the Hoosac Tunnel 
& Wilmington R. R. Co. to issue $75,000 of 6 per cent first-mortgage 
coupon bonds, said bonds to be sold at not less than par and accrued 
che and the proceeds used for various corporate purposes, ap- 
proved. 


FINANCE APPLICATIONS 


Finance No. 7151. Atlantic Coast Line Railroad Co. asks author- 
ity to issue and sell $2,800,000 of general unified 4%4 per cent bonds 
through J. P. Morgan & Co. at not less than 96% net. The purpose 
of the issue is to pay at maturity a like amount of first mortgage 
bonds of the Alabama Midland Railway Co. 

Finance No. 7153. New London Northern Railroad Co., and re- 
ceivers of the Central Vermont Railway Co. ask authority to abandon 
operation of the entire West River Railroad Co. property between 
South Londonderry and Brattleboro, Vt. The New London Northern 
owns over 97 per cent of the stock of the West River Railroad Co. 
The Central Vermont owns all the mortgage bonds of the West River. 
Applicants state that the West River Railroad Co. does _ not join 
in the petition and that they are not informed whether the West River 
company opposes the application. The line has been operated by the 
Central Vermont. It was damaged in the Vermont flood in November, 
1927. Applicants state it will take not less than $205,000 to restore 
the West River property to the condition in which it was prior to 
the flood; that they have no money available for that purpose ex- 
cept money derived from revenues of interstate commerce. The line 
has been operated in the period 1922 to 1927 (ten months) at annual 
deficits of from $38,301 to $45,574. Continued operation of the line 
is not justified, in opinion of applicants. , 

Finance No. 7160. Seaboard Air Line Railway Co. asks authority 
to guarantee the bonds covered by Finance No. 7158, and to pledge 
$1,063,000 of Seaboard-All Florida Railway first mortgage 6 per cent 
gold bonds to be received from the Seaboard-All Florida, the Florida 
Western & Northern and the East & West Coast, for short term notes. 

Finance No. 7161. Seaboard-All Florida Railway asks authority 
to issue jointly the bonds covered by Finance No. 7158. 

Finance No. 7156. New York Telephone Co. and James R. Mc- 
Allister et al. ask approval of purchase by former of telephone prop- 
erties of latter in the Catskill mountain section of New York. 

Finance No. 7157. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to issue $4,008,000 of general mortgage 4 per cent 
bonds to reimburse its treasury. No contract for sale of the bonds 
has been entered into, according to the application. . 

Finance No. 7158. East & West Coast Railway asks authority to 
issue in respect of itself jointly with the Seaboard-All Florida and 
Florida Western & Northern $41,000 of Seaboard-All Florida first 
mortgage 6 per cent gold bonds and to deliver them to the Seaboard 
Air Line; to issue in respect of the Seaboard-All Florida jointly with 
the Florida Western & Northern and the Seaboard-All Florida $829,- 
000 of Seaboard-All Florida first mortgage 6 per cent gold bonds and 
to deliver them to the Seaboard Air Line; and to issue in respect of 
the Florida Western & Northern jointly with the Seaboard-All 
Florida and Florida Western & Northern $193,000 of Seaboard-All 
Florida first mortgage 6 per cent gold bonds and to deliver the bonds 
to the Seaboard Air Line. 

Finance No. 7159. Florida Western & Northern ‘asks authority 
to join in issue of bonds as set forth in preceding application. 

Finance No. 71638. Joint petition of Mountain States Telephone 
& Telegraph Co. and W. W. Gilstrap et al., doing business as Roy 
Telephone Co., for approval of acquisition by former of property of 
latter in New Mexico. 


COMMISSION ORDERS 


No. 16503, Standard Oil Co. of Louisiana et al. vs. Texas & 
Pacific et al. Defendants’ petition for reconsideration or re- 
hearing denied. 

No. 19284, Boston Wool Trade Association vs. Abilene & 
Southern et al. Defendants’ petition for rehearing and/or 
reconsideration as to reparation and for modification of the 
decision therein on reparation denied. 

No. 17882, Roach Creek Coal Co. et al. vs. Ann Arbor et al. 
— petition for reargument and/or reconsideration 

enied. 

No. 17096, William F. Allen & Co., et al. vs. Baltimore, 
Chesapeake & Atlantic et al. Complainants’ petition for rear- 
gument denied. 

No. 15659, Texas Co. et al. vs. Kansas City Southern et al. 
Complainants’ petition for reopening and reconsideration upon 
record as made denied. 

No. 12550, Barrett & Co. vs. Director General, as agent, 
Pennsylvania et al. The defendant, Legonier Valley Railroad 
nas been authorized to pay unto complainant, Barrett Co., on 
or before November 15, 1928, the sum of $11,977.59 with interest 
thereon at rate of 6 per cent per annum, from the respective 
dates of payment of charges assailed shown in the aforesaid 
agreed statements, as reparation on account of unreasonable 
rates charged for transportation of numerous carload shipments 
of rags, waste paper, shavings and roofing paper between 
Latrobe and Kingston, Pa., as components of through rates 
between Kingston and various interstate points. 

No. 18820, Chase & Co. vs. Atlantic Coast Line et al. Com- 
plainant’s petition for oral argument denied, in view of action 
of division 3 in reopening case for oral argument with No. 
ao L. E. Holloway & Co. vs. Atlanta, Birmingham & Atlantic 
et al. 
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No. 18820, Chase & Co. vs. Atlantic Coast Line et al. ang 
19759, L. E. Holloway & Co. vs. Atlanta, Birmingham & Atlantic 
et al. Proceeding reopened for oral argument. 

No. 18291, Layton & Layton, Inc., et al. vs. Pennsylvanig 
et al. Defendants’ petition for modification of order insofar 
as same provides for payment of reparation, denied. 

No. 18401, Gulf Trading Co., Inc., et al. vs. Alabama & 
Northwestern et al. Southern carriers’ petition for reconsidera- 
tion and modification of findings and order and postponement 
of effective date of order denied. 

No. 15225, Board of Railroad Commissioners of State of 
Iowa vs, Central Railroad of New Jersey et al. Petition of 
defendants for reopening and rehearing denied. 

No. 18207, Clicquot Club Co. et al. vs. Atlantic Coast Line 
et al and No. 18969, National Mineral Water and Beverage Asso- 
ciation vs. Baltimore & Ohio et al. Petition of defendant carriers 
in official classification territory for reargument and reconsider- 
ation by full Commission denied. 

No. 17667, General Petroleum Corp. vs. Santa Fe et al. 
Defendants’ petition for oral argument before entire Commission 
and postponement of effective date of order, denied. 

No. 20672, (and Sub. 1), Interstate Commerce Commission 
vs. Kansas City Southern. Kansas, Oklahoma & Gulf and Mid- 
land Valley permitted to intervene. 

No. 21030, State Docks Commission et al. vs. Gulf, Mobile & 
Northern et al. Penick & Ford, Ltd., Inc., and Penick & Ford 
Sales Co., Inc., permitted to intervene. 

No. 17837, City of Oswego, N. Y. vs. Baltimore & Ohio et al. 
The effective date of the Commission’s order of July 3, 1928, 
in this proceeding, as amended, has been postponed until fur- 
ther order of the Commission, and the proceeding has been 
assigned for further argument before the Commission at such 
time and place as may hereafter be designated. 

No. 21463, Jensma Creamery Co. et al. vs. Santa Fe et al. 
Swift & Co. permitted to intervene. 

No. 19413, East Rochester Assn. vs. Baltimore & Ohio et al. 
This proceeding has been reopened for reargument at a time 
and place to be hereafter fixed. 

No. 17792, Hope Fertilizer Co. vs. Baltimore & Ohio et al. 
Complainants’ petition for rehearing and reargument denied in 
view of action of division 4, in reopening the case for further 
hearing. 

No. 17792, Hope Fertilizer Co. vs. Baltimore & Ohio et al. 
Proceeding reopened for further hearing at such time and place 
as the Commission may hereafter direct. 

No. 18335, White Eagle Oil & Refining Co. et al. vs. Bur- 
lington et al. Complainants’ petition for reconsideration and/or 
reargument and for modification of report denied. 

No. 18380, Stevens Paper Mills, Inc., vs. Pennsylvania et al., 
and No. 19081, Marquardt Hewitt Corp. vs. Pennsylvania et al. 
Complainants’ petit‘on for further hearing and further consid- 
eration denied. 

No. 19016, Modern Chemical Manufacturing Co., Inc., Dallas, 
Tex., vs. Abilene & Southern et al. Complainant’s petition for 
reconsideration and reargument denied. 

No. 19101, Jackson Traffic Bureau vs. Alabama & Vicksburg 
et al. Complainant’s petition for rehearing denied. 

No. 19376, Flowers Lumber Co. vs. Seaboard Air Line. Com- 
plainants’ petition for reopening and rehearing denied.. 

No. 19542, Barrett Co. vs. Baltimore & Ohio et al. Com- 
plainant’s petition for reconsideration and for argument before 
Commission denied. 

No. 19789, Peru Plow & Wheel Co. vs. Milwaukee et al. 
Complainant’s petition for rehearing or reconsideration denied. 

No. 19945, John Magnus & Co. vs. Pennsylvania et al. and 
No. 19672, Robinson-Ransbottom Pottery Co. vs. Pennsylvania. 
Complainants’ petition for rehearing denied. 

No. 20424, Phillip Brothers, Inc., vs. Long Island et al. Com- 
plainant’s petition for further hearing denied. 

Supplemental Fourth Section Order 9676, commodity rates 
from and to Gulf ports. Fourth Section Application 13258 has 
been reopened for further hearing on question of the percentage 
to be imposed in the aforesaid clause (E) of said first supple- 
mental Fourth Section Order No. 9676 at such time and place as 
the Commission may hereafter direct. 

No. 17159 (and Sub. Nos. 1 to 5, inclusive), Southern Kansas 
Grain & Grain Products Association vs. Rock Island et al., and 
I. and §S. 2420, transit at Kansas City, Mo.-Kan., on grain and 
grain products. The order entered in these proceedings on 
July 27, 1928, which was by its terms made effective October 
25, 1928, upon 30 days’ notice and subsequently modified so as 
to become effective on 10 days’ notice, has been further modified 
so that it will become effective on March 1, 1929, on 10 days’ 
notice. 

No. 21223, Traffic Bureau, Moline Association of Commerce 
et al. vs. Alton & Eastern et al. Illinois Coal Traffic Bureau 
permitted to intervene. 

No. 21077, New England Paper & Pulp Traffic Association 
et al. vs. Boston & Maine et al. Hudson Valley Coke & Prod- 
ucts Corp. permitted to intervene. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al. The Harris Clay Co. permitted to intervene. 
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No. 20141, Chautauqua & Erie Grape Growers’ Cooperative 
Association, Inc., et al. vs. Erie et al. Defendants’ petition for 
reopening, reconsideration and modification of decision and 
order has been denied. 

No. 21334, The American Sugar Refining Co. et al. vs. Bur- 
lington et al. Texas Sugar Refining Co., H. B. Moore, receiver, 

ermitted to intervene. 

No. 21268, National Petroleum Association vs. Atlantic Coast 
Line et al. The Fullers Earth Co. permitted to intervene. 

No. 18598, D. A. Stickell & Sons, Inc., vs. Western Maryland 
et al. This proceeding has been reopened for further hearing 
upon all issues presented by the complaint November 8, 1928, 
ten o’clock a. m., standard time, at the office of the Commission, 
Washington, D. C., before Examiner Hosmer. 

No. 13535, consolidated southwestern cases and cases 
grouped therewith. Association of New York State Canners, Inc., 
permitted to intervene. 

No. 14404, Atlas Metal Works et al. vs. Akron, Canton & 
Youngstown et al. The order entered herein on October 5, 
1925, in so far as it reopened this proceeding for rehearing has 
been rescinded, and the proceeding has been reopened for fur- 
ther hearing solely with respect to question of reparation, at 
such time and place as the Commission may hereafter direct. 

No. 21375, American Salt Corp. et al. vs. Santa Fe et al. 
Armour & Co. of Delaware and The Morton Salt Co. permitted 
to intervene. 

No. 17212, Parkersburg Rig & Reel Co. vs. Santa Fe et al., 
and No. 18697, Parkersburg Rig & Reel Co. vs. Santa Fe et al. 
Complainant’s petition for further hearing in matter of rates 
for future denied. 

No. 16451, Sinclair Crude Oil Purchasing Co. vs. Santa Fe 
et al., and cases grouped therewith. The order of July 11, 1927, 
in so far as it reopened these cases for reconsideration on the 
present records has been rescinded and the proceedings are 
reopened for further hearing, solely with respect to the ques- 
tion of reparation, at such time and place as the Commission 
may hereafter direct. 

No. 17436, Long Bell Lumber Co. vs. Abilene & Southern et 
al. Complainant’s petition to reopen and for leave to file sup- 
plemental complaint has been denied. 

No. 18518, Charleston Traffic Bureau vs. Aberdeen & Rock- 
fish et al. Complainant’s petition for reargument, or for rehear- 
ing and argument, has been denied. 

No. 18773, Manufacturers’ Traffic Bureau for the Compound 
& Pyrono Door Co. vs. Baltimore & Ohio et al. Petitions of 
defendants and intervener, Wholesale Sash and Door Associa- 
tion, for reargument and reconsideration, have been denied, in 
view of the reopening of this case by division 1, for further 
consideration. 

No. 19106, Beaman Elevator Co. vs. Chicago & North West- 
ern et al. The order entered in this proceeding on March 5, 
1928, which was by its terms made effective May 5, 1928, on 
5 days’ notice, and subsequently modified so as to become effec- 
tive on October 15, 1928, has been further modified so that it 
will become effective on November 1, 1928, on 5 days’ notice 
instead of on said October 15, 1928. 


No. 14865, Hinde & Dauch Paper Co. vs. Big Four et al. 


Proceeding reopened for further hearing. 

No. 17400, Apalachian Power Co. et al. vs. Norfolk & 
Western. Proceeding has been reopened for reargument on 
the record as made. 

I. and S. No. 3034, transit arrangements at points on Mis- 
souri-Kansas-Texas of Texas. Petition for rehearing and/or 
reconsideration denied. 

No. 19214, ‘Westchester Lighting Co. vs. New Haven. Com- 
plainant’s petition for reconsideration denied. 

No. 18628, Chicago Mica Co. et al. vs. Chicago & Eastern 
Illinois et al. Motion of complainants to reopen for further 
consideration on record, denied, in view of action of division 
4, in reopening case for reconsideration on record as made. 

No. 18628, Chicago Mica Co. et al. vs. Chicago & Eastern 
Illinois et al. Proceeding reopened for reconsideration on rec- 
ord as made. 

No. 15082, Capital Grain & Feed Co. et al. vs. Illinois Cen- 
tral et al. Petition of complainants for reconsideration of 
denial of damages and defendants’ motion to dismiss the said 
petition for alleged failure to comply with Rule XV (e) of 
Rules of Practice denied. 

No. 15806, Lehigh Portland Cement Co. vs. Aberdeen & 
Rockfish et al., and No. 15900 (and Sub. 1), Security Cement & 
Lime Co. vs. Aberdeen & Rockfish et al. Petition of defendant, 
Virginia & Carolina Southern, for modification of Commission’s 
report and order of February 13, 1928, in said proceedings, 
denied. 

No. 12596, Pressed Steel Car Co. vs. Director General, as 
agent, Baltimore & Ohio et al. Motion of Director General, as 
agent, to vacate and set aside order of May 7, and motion to 
strike certain portions of complainant’s reply to motion of 
Director General, as agent, to vacate order, are denied. 

Fourth Section Application 2893. Petition of O. T. Cull, 
general freight agent, Chicago, Milwaukee, St. Paul & Pacific, 
for vacation of supplemental Fourth Section Order No. 2499, 
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rates on wheat, coarse grain and flax seed, entered June 25, 
1928, denied. 

Fourth Section Application No. 12972. Petition of O. T. 
Cull, general freight agent, Chicago, Milwaukee, St. Paul & 
Pacific, for a modification of Fourth Section Order 9859, grain 
and grain products from North and South Dakota, entered 
June 25, 1928, denied. 

No. 18720, Federated Metals Corp. vs. Central of New Jer- 
sey et al. Complainant’s petition for further consideration and 
further hearing denied. 

No. 19292 (and Sub. 1), Peninsula Produce Exchunge vs. 
Pennsylvania et al. Complainant’s petition for reargument 
denied. 

No. 21268, National Petroleum Association vs. Atlantic 
Coast Line et al. Floridin Co. permitted to intervene. 

No. 17453, Fisher Supply Co. vs. Albama & Vicksburg et al.; 
No. 19264, Union Sanitary Work vs. Abilene & Southern et al.; 
No. 21188, Crane Enameling Co. vs. Abilene & Southern et al.; 
No. 20242 (and Sub. 1), Morrison Supply Co. vs. Alabama Great 
Southern et al., and No. 19728, Consumers’ Plumbing Supply 
Co. et al. vs. Baltimore & Ohio et al. The motion of defendants 


-to reopen Nos. 17453 for further hearing and consolidate it with 


docket Nos. 19264 and 21188, and/or for reconsideration on 
record made in docket Nos. 20242 (and Sub. 1) and 19728, denied. 

No. 18471, International Paper Co. vs. Buffalo Rochester & 
Pittsburgh et al.; No. 18200, International Paper Co. et al. vs. 
Delaware & Hudson Co.; No. 18257 (and Sub. 1), International 
Paper Co. et al. vs. Delaware & Hudson Co. et al.; No. 17502, 
New York & Pennsylvania Co. vs. Delaware & Hudson et al.; 
No. 17503, Same vs. Same, and No. 18472, International Paper 
Co. vs. Central Railroad of New Jersey et al. The petitions in 
behalf of International Paper Co. and Glens Falls Portland Ce- 
ment Co. for reargument and/or reconsideration in Nos. 18471, 
18200; of petition of Union Bag & Paper Corp. in No. 18357; 
18257 (Sub. 1) and 18472; and complainant’s petition for re- 
consideration and reargument in Nos. 17502 and 17503, denied. 

No. 11203, Standard Paint Co. et al. vs. Director-General, 
Alabama & Vicksburg et al., and No. 13869 (and Sub. 1), Certain- 
teed Products Corp. vs. Southern et al. The order entered in 
these proceedings on May 8, 1928, as subsequently modified, 
has been further modified so that it will become effective on 
November 17, 1928, on 10 days’ notice instead of 30 days’ notice, 
with respect to rates from points in trunk line territory to 
points in North Carolina and in Virginia south of Virginian 
Railway. 

No. 21133, Chapman Valve Manufacturing Co. vs. Boston & 
Albany et al. Worthington Pump and Machinery Corp. permitted 
to intervene. 

No. 21206 (Sub. 1),, Wichita Chamber of Commerce, Wichita, 
Kan., et al. vs. Santa Fe et al. St. Louis Chamber of Commerce 
permitted to intervene. 

No. 21379, J. D. Halstead Lumber Co. et al. vs. Santa Fe 
et al. The Paraffine Cos., Inc., permitted to intervene. 

No. 21215, Chamber of Commerce of East St. Louis, IIL, 
vs. Santa Fe et al. Hannibal Shippers’ Association permitted to 
intervene. 

Finance No. 6518, construction and acquisition of lines by 
Algers, Winslow & Western. Petition of Evansville, Indianap- 
olis & Terre Haute, protestant, praying that case be reopened 
for consideration and reargument before Commission, denied. 


No. 112038, Standard Paint Co. et al. vs. Director-General, 
Alabama & Vicksburg et al., No. 13869 (and Sub. 1), Certain- 
teed Products Co. vs. Southern et al. The order entered in 
these proceedings on May 8, 1928, as subsequently modified, has 
been further modified so that it will become effective on No- 
vember 17, 1928, on 10 days’ notice, instead of 30 days’ notice, 
only with respect to rates from points in trunk line territory 
to points in Virginia and West Virginia on and north of the 
line of the Virginian Railway and points on the Norfolk & West- 
ern in Virginia and West Virginia south of the line of Virginian 
Railway. 


GUYANDOT VALLEY CONSTRUCTION 


The Chesapeake & Ohio has filed with the Commission a 
further petition for reconsideration and reargument in Finance 
Nos. 4818, 5161 and 6067, in which the Commission: authorized 
subsidiaries of the Virginian and Norfolk & Western to build 
lines in the Guyandot valley in West Virginia but denied per- 
mission to the C. & O. to build in that region. The Commission 
recently denied a petition of the C. & O. for reconsideration and 
reargument. ; 


SOUTHWESTERN MERGER CASE 


L. F. Loree, chairman, and S. W. Moore, general counsel, of 
the Kansas City Southern, called on the members of the finance 
division of the Commission, October 17, according to Mr. Loree, 
to advise that the contract under which the Missouri-Kansas- 
Texas was to buy 155,000 shares of stock of the St. Louis South- 
western from the Kansas City Southern, in connection with 
the southwestern merger plan, had been canceled. 

The Kansas City Southern’s holdings of Cotton Belt stock 

















consisted of 135,000 shares of preferred and 20,000 shares of 
common. Mr. Loree said the Kansas City Southern had dis- 
posed of the common stock. 

The Missouri-Kansas-Texas, October 5, withdrew its ap- 
plication in finance No. 6817 for authority to acquire control of 
the St. Louis Southwestern and/or the Kansas City Southern 
(see Traffic World, October 6, p. 756). This application em- 
bodied the revised Loree southwestern merger plan, the first 
having been rejected by the Commission. 

Clayton act complaints issued by the Commission against the 
Kansas City Southern and the Missouri-Kansas-Texas in connec- 
tion with stock acquisition plans under the merger plan are still 
pending. Although officials of the Commission in touch with 
the situation would not say so, the inference was drawn from 
Mr. Loree’s visit that a course was being followed by him and 
his associates that might lead to dismissal of the Clayton act 
complaint. . 

R. C. Duff, president of the Waco, Beaumont, Trinity & 
Sabine, who was in Washington at the time of the Loree visit, 
said he would oppose dismissal of the Clayton act complaints 
as the result of informal proceedings. He said he would insist 
that the respondents make formal application for dismissal in 
order that the short lines might make answer thereto. 


KAW VALLEY POTATO RATES 


C. F. Real, transportation commissioner of the Topeka (Kan.) 
Chamber of Commerce, in commenting on articles in The Traffic 
World, October 6, pp. 750-1, declares: “The Kansas shippers 
were not asleep and the slightest investigation through the 
Commission or the carriers will readily develop that fact.” 

There was an error in the article consisting of reference 
to Mr. Real as a member of the Kansas commission. The un- 
certainty as to whether the Kansas commission or others had 
protested was created by the state of the record at the time 
inquiry was made and the inability of those of the Commis- 
sion’s staff who were consulted in connection with the Capper 
observations to recall whether there had been protests, and, if 
so, whether the Commission had definitely acted on the question 
of rates from the Kaw Valley. 

Order is being brought out of the confusion in the phases 
of the case presented in July when the Commission was making 
daily and hourly, changes and postponing parts of the case, and 
finally postponed the date on the whole matter, in so far as the 
effective date was concerned, to July 14. The record shows 
that the Commission did receive and consider protests about 
the Kaw Valley potato rates, but refused to suspend them. 


SOUTHWESTERN CLASS RATES 


Louisiana carriers, by petition in Consolidated Southwestern 
cases, No. 13535 et al., have asked the Commission to issue an 
order directing and requiring them to publish, assess and col- 
lect on intrastate traffic within Louisiana the same rates as 
are legally applicable on interstate traffic in accordance with 
the previous orders and findings in this proceeding and that 
the carriers be prohibited from publishing, assessing or collect- 
ing on such intrastate traffic within Louisiana any rates lower 
than the interstate rates referred to. 


It is averred in the petition that the extent to which the 
Louisiana Public Service Commission has failed, declined and 
refused to approve and prescribe rates for intrastate application 
within Louisiana on the basis approved, prescribed and ordered 
by the Commission in No. 13535, the Louisiana commission has 
compelled and continued the application of intrastate rates, in 
Louisiana, lower, distance considered, than the corresponding 
rates on traffic moving interstate between Oklahoma and that 
portion of Louisiana on and west of the Mississippi River, in- 
cluding points on both banks thereof, and between localities in 
northeast Texas and the said portion of Louisiana, that result 
and will result in undue preference and advantage of shippers 
and receivers of freight in interstate commerce within the said 
portion of Louisiana, and in undue prejudice to shippers and 
receivers of freight in interstate commerce between Oklahoma 
and northeast Texas and said portion of Louisiana, and in unjust 
discrimination against interstate commerce, as found by the 
Commission. 

Petitioners say that, especially, the said undue preference, 
undue prejudice and unjust discrimination are continued by 
said orders of the Louisiana commission as follows: 


By the failure and refusal of the Louisiana Public Service Com- 
mission to approve or prescribe for carload movement the rates pre- 
scribed by the Interstate Commerce Commission on commodities 
shown in Appendix 10, 123 I. C. C. 203, pages 429 to 439, inclusive, 
listed under the following descriptions: Bagging and ties; bags and 
bagging; coffee, green; fertilizers; furniture, new; glass bottles, jars, 
etc.; soda, nitrate of, etc.; sugar; syrup and molasses; vinegar. 

Also by the failure and refusal of the Louisiana Public Service 
Commission to approve or prescribe the application of class rates 
prescribed by the Interstate Commerce Commission on the following 
commodities when moved in less-than-carload quantities: Petroleum 
— — grain and grain products; fertilizer and fertilizer 
materials, 


Petitioners further aver that the orders of the state com- 
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mission, in so far as it did partially adopt the basis of rates 
prescribed by the Commission in No. 13535, modified anq 
changed that basis by refusing to authorize or permit intrastate 
within Louisiana the groups and group bases ordered and re. 
quired by the Commission and instead substituted therefor 
straight mileage rates. They also aver that the Commission 
prescribed the addition of arbitraries to through rates for the 
service rendered by the carriers in transporting freight across 
the Mississippi at Memphis and all river crossings south 
thereof, whereas the Louisiana commission, instead of adopt- 
ing the system of arbitraries prescribed by the Commission, 
prescribed the addition of 20 constructive miles to the actual 
mileage from or to the west bank points, namely, Algiers, 
Gouldsboro, Anchorage, and Phillipston, La. 

It is averred that the effect of the action of the Louisiana 
commission complained of is and will be to reduce and diminish 
the revenues of the petitioners from their intrastate operations 
and service within Louisiana, and, if continued, the consequence 
of this will be a serious loss to petitioners or will necessitate 
the assumption by interstate commerce of an undue burden in 
order to enable the petitioners to earn a reasonable return on 
their business and investment within Louisiana which as yet 
has not approximated that figure fixed as reasonable by the 
transportation act, 1920. 

The Mathieson Alkali Works, in reply to petition of south- 
western carriers for vacation of portions of orders in I. and §S. 
No. 3130, asks that the petition be denied in so far as it deals 
with anhydrous ammonia and liquefied chlorine gas. 

The Crane Co. asks that the petition be denied in so far as 
it asks that the suspension order be lifted as to bathtubs in 
straight carloads and in mixed carloads with small ware. 

The International Paper Co. asks that the petition be denied 
as to sulphate of alumina. 

The Fort Smith Traffic Bureau, of Fort Smith, Ark., asks 
that the petition be denied. It contends that the carriers’ peti- 
tion affords no sufficient basis for vacation of any portion of 
the orders in I. and S. No. 3130. 

The Philip Carey Co. asks that the petition be denied with 
respect to rates on asbestos cement. 


PETITIONS FOR REHEARING, ETC. 


No. 18946, Peaslee-Gaulbert Co. et al. vs. Atlanta & West 
Point et al. Complainants ask for argument before Commission 
as a whole. 

I. and S. No. 3006, grain and grain products from western 
points to C.F. A. territory, and No. 15037, Southwestern Millers’ 
League et al. vs. Santa Fe et al. Western carriers, respondents 
herein, ask for rehearing. 

No. 20427, N. Riskin and Son. vs. Erie et al. Complainants 
ask for reconsideration, by full Commission, on record as made. 

No. 14092 (and Sub. 1), South Carolina Produce Association 
vs. Aberdeen & Rockfish et al. Complainants move that Com- 
mission resubmit this case for decision upon the record as made. 

No. 17159, Southern Kansas Grain & Grain Products Asso- 
ciation vs. Rock Island et al., and I. and S. 2420, transit at Kan- 
sas City, Mo.-Kan., on grain and grain products. New Orleans 
Joint Traffic Bureau, intervener herein, asks for postponement 
of effective date of order made and entered herein on July 27, 
from October 25, 1928, to June 30, 1929. 

No. 19812, Woodward & Son vs. Southern et al. Defendants 
ask for reargument and reconsideration. 

I. and S. No. 3048, hay, straw, excelsior and other commod- 
ties between official territory and southern points. National 
Association of Upholstered Furniture Manufacturers asks re- 
consideration on record, as made, and oral argument in this 
proceeding, in so far as it deals with the rates and ratings on 
moss, carload. 

No. 19299, the Railroad Commission of Wisconsin vs. Aber- 
deen & Rockfish et al. Lehigh & Hudson River asks for ex- 
emption from paragraph (i) of order. 

No. 16746, Independent Slaughterers’ Traffic Association et 
al. vs. New York Central et al. Interior Iowa packers, parties in 
these proceedings, ask for rehearing and/or reargument. 

No. 21403, Marion M. Carnes vs. St. Louis-San Francisco. 
St. Louis-San Francisco asks the Commission to require com- 
plainant to make his complaint more certain’ and specific. 


TELEPHONE DIRECTORY COMPLAINT 


The Chesapeake & Potomac Telephone Company of Balti- 
more City, defendant in No. 21391, Charles G. Baldwin et al., in 
which the Commission is asked to assume jurisdiction over 
publication of defendant’s telephone directories, has filed a 
motion to dismiss, on the ground that the Commission has no 
jurisdiction because the telephone directories published by the 
defendant are not instrumentalities of interstate commerce. 
Such directories, it is alleged, are subject to the jurisdiction 
of the Public Service Commission of Maryland and that that 
commission has heretofore exercised its jurisdiction in respect 
of such directories. It is also set forth that complainants in 
No. 21391 have filed a similar complaint with the Maryland 
commission. 
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October 20, 1928 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Texas, San Antonio Division.) Action 
py carrier on bond executed by shipper to recover charges for 
freight in interstate commerce, brought more than three years 
after cause of action accrued, held barred by three year statute 
of limitations, set forth in Interstate Commerce Act, Sec. 16, 
Subd. 3, as amended by Transportation Act 1920, Sec. 424, 49 U. 
g. C. A. Sec. 16, Subd. 3; Comp. St. Sec. 8584, Subd. 3); state 
statutes and procedure affecting liabilities, rights and remedies 
not being controlling.—Galveston, H. & S. A. Ry. Co. vs. Web- 
ster Co. et al., 27 Fed. Rep. (2d) 765. 

” (District Court, W. D. Louisiana, Shreveport Division.) Tax 
imposed on railroad for payment of principal and interest on 
pond issue of consolidated road district organized under Const. 
La. 1921, Art. 14, Sec. 14, and Act La. No. 118 of 1921, held not 
to constitute interference with or unjust burden on interstate 
commerce, in violation of Const. U. S. Art. 1, Sec. 6.—St. Louis 
& S. W. Ry. Co. vs. Nattin, Tax Collector, 27 Fed. Rep. (2d) 766. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishin Co., St. Paul, Minn. 
Cangulath, 1928, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) In libel to re- 
cover damages to cargo of bleaching powder, evidence held to 
sustain finding that damage was not the result of negligence in 
stowing cargo in too warm part of steamer, but rather to estab- 
lish that damage was a result of inherent defect, quality, or vice, 
within Harter Act (46 U. S. C. A., Sections 190-195; Comp. St., 
Sections 8029, 8033, 8035), excepting carrier from liability in such 
case.—The Rangoon Maru, Nippon Yusen Kaisha vs. Grace Bros. 
(India), Limited; Same vs. W. R. Grace & Co., 27 Fed. Rep. 
(2d) 722. 

Where witnesses experienced in stowage approved particu- 
lar stowage of cargo, the usage of trade, and not the opinion of 
chemists, however sound, is the test whether there was negli- 
gence in stowage thereof.—lIbid. : 

Carrier, accepting shipment of bleaching powder with full 
knowledge as to nature of shipment, held not entitled to recover 
cost of trans-shipment and expense of discharging cargo because 
of fumes of chlorine gas given off of such shipment, though 
lading authorized such recovery in case of dangerous goods, 
shipped without full disclosure of their nature.—lIbid. 

(Circuit Court of Appeals, Second Circuit.)—Agreement be- 
tween master of private vessel and shipper that shipment of 
cargo should be at owner’s risk held to preclude liability of car- 
rier for resulting loss; such agreement being lawful, within the 
Harter Act (46 U. S. C. A., Sections 190-195), relation between 
shipper and ship in such case being that of bailor and bailee.— 
The Elizabeth Edwards, 27 Fed. Rep. (2d) 747. 

(Circuit Court of Appeals, Second Circuit.) Steamship com- 
pany, issuing a through bill of lading for shipment of potatoes, 
held as a common carrier for damage to potatoes resulting from 
frost when lightering them from one ship to another, notwith- 
standing attempt to contract against liability during transship- 
ment, since company, after issuing through bill of lading, could 
not thereafter contract against such liability—-Colton vs. New 
York & Cuba Mail S. S. Co. et al., Ex Parte McCauley, 27 Fed. 
Rep. (2d) 671. 

Steamship company, whether or not a common carrier, held 
liable for negligence in lightering potatoes, during freezing 
weather without providing sufficient covering; provision of bill 
of lading that shipment was at sole risk of owners not covering 
negligence of carrier.—lIbid. 

(Supreme Court of California.) Plaintiff, as purchaser of 
fish, arranged for seller to contract for its carriage by defendant 
from Boston to San Francisco under refrigeration. Seller made 
contract. Refrigeration system having become disabled, plaintiff 
agreed to modification of contract, allowing transportation under 
ventilation only. Before ship started voyage, plaintiff revoked 
change, by notifying defendant directly. Defendant’s agent as- 
sured plaintiff refrigration system would be repaired, and fish 
would be carried as originally contracted. However, they were 
transported under ventilation, which resulted in spoilage. Held, 


*modification of contract was without consideration, since not 
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acted on by defendant to its detriment, in view of Civ. Code, 
Section 1605, and therefore revocation of change restored origi- 
nal contract to full effect.—Atlantic Fish Co. vs. Dollar S. S. 
Line (S. F. 12788), 269 Pac. Rep. 926. 

(Court of Appeals of Georgia, Division No. 2.) In a suit to 
recover for the loss of money and other effects alleged to have 
been stolen from the plaintiff while he was traveling as a pas- 
senger upon a steamship of the defendant and occupying a state- 
room assigned to him thereon, the petition alleged: The plain- 
tiff had “retired for the night, removing his clothing, and laying 
it on the bed or across the chair in said room, closing the door 
to said room. Next morning he awoke and found his door to 
said room open, his money, $18, which was in his pocket, gone, 
his watch, worth $40, and watch chain, worth $5, and a bill 
folder with $10 in bills and other valuables gone.” The de- 
fendant was negligent in not keeping a night watch, and in per- 
mitting the stateroom to be entered and his property taken 
therefrom, and in not furnishing the plaintiff with a safe and 
secure stateroom into which robbers and thieves were not al- 
lowed or permitted to enter. Held, that the petition set forth a 
cause of action, and the court erred in sustaining a general de- 
murrer thereto.—Humphrey vs. Merchants’ & Miners’ Transp. 
Co. (No. 18674), 144 South Eastern Rep. 354. 


SUPREME COURT ACTION 


The Supreme Court of the United States, October 15, an- 
nounced it had found that probable jurisdiction had been shown 
in No. 273, Ann Arbor Railroad Co. et al. vs. United States et al., 
on appeal from the district court of the northern district of 
California, southern division. This is the so-called Hoch-Smith 
challenge case in which the carriers are seeking an injunction 
to prohibit application of the reduced rates prescribed by the 
Commission in No. 19130, Californa Growers’ & Shippers’ Pro- 
tective League vs. Southern Pacific et al., on deciduous fruits, 
other than apples, from California to the east. 

Under the rules of the court, as the result of acts of Con- 
gress abolishing the issuance of writs of error, and making 
such cases reviewable by appeal, appellants must file a printed 
statement declaring the basis on which jurisdiction of appeal is 
asserted, and the court will either state that probable jurisdic- 
tion has been shown or dismiss the case. This procedure has 
been followed in the California fruit case, which will be taken 
up for consideration later on the merits. 

In No. 305, United States, appellant, vs. Fruit Growers’ Ex- 
press, from the federal court for the western district of Penn- 
sylvania, the Supreme Court found that probable jurisdiction 
had been shown. In this case it is alleged the appellee made 
false statements or entries concerning the quantity of ice which 
it placed in bunkers of cars. 

The Supreme Court will pass on the question of whether 
or not the Commission has the authority to make its findings 
as to railway mail pay retroactive. It granted petitions for 
writs of certiorari in No. 238, United States, petitioner, vs. 
New York Central, and in No. 304, United States, petitioner, vs. 
Nevada County Narrow Gauge. These cases are typical of a 
number that involve retroactive mail pay awards. In its peti- 
tions for writs, the government referred to the recent action 
of the Commission in making a retroactive award of $45,000,000 
in mail pay to the railroads. The cases in which writs were 
granted came from the Court of Claims. 

Petitions for writs of certiorari were granted in other cases 
as follows: 

No. 225, Atlantic Coast Line, petitioner, vs. Marcella Driggers 
administratrix, a personal injury case, from the Supreme Court o 
South Carolina. 

No. 234, Western & Atlantic, petitioner, vs. Nora E. Hughes, a 
personal injury case, from the Court of Appeals of Georgia. 

No. 272, W. A. Marshall & Co., Inc., petitioner, vs. S. S. Presi- 
dent Arthur, a case involving coal contracts, from the Circuit Court 
of Appeals for the Second Circuit. 

No. 312, Charles L. Douglas, petitioner, vs. New Haven, a per- 
sonal injury case, from the Court of Appeais of New York. 

No. 414, Louisville & Nashville, petitioner, vs. A. A. B. Chatters, 
and No. 415, Southern, petitioner, vs. A. A. B. Chatters, personal 
wv cases, from the Circuit Court of Appeals from the Fifth Cir- 
cult. 

No. 455, New York Central, petitioner, vs. E. H. Johnson, and 
No. 456, Same vs. Myrtle J. Johnson, personal injury cases, from 
the Circuit Court of Appeals for the Eighth Circuit. The court said 
the argument would be limited to the question whether alleged mis- 


conduct of counsel for plaintiffs in their argument to the jury was 
so prejudicial to the defendant as to justify a new trial. 


Petitions for writs of certiorari were denied in the following 
cases: 


No. 227, Ballard & Ballard Co., petitioner, vs. Munson Steamship 
Line, involving contract as to export shipment from Louisville, Ky., 
to Cuba, from the Circuit Court of Appeals for the Sixth Circuit. 

No. 242, New York, Chicago & St. Louis, petitioner, vs. Christian 
Biermacher, a personal injury case, from the Court of Appeals of 
the Eighth Judicial District of Ohio. 

No. 243, Missouri Southern, petitioner, vs. United States, a fed- 
eral control-short line compensation case, from the Court of Claims. 

No. 256, Terminal Railroad Association of St. Louis, petitioner, 
vs. Pearl L. Potterfield, a personal injury case, from the Supreme 
Court of Missouri. 

No. 287, Beaumont, Sour Lake & Western, petitioner, vs. Mag- 
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nolia Provision Co., No. 288, Texas & New Orleans, petitioner, vs. 
Magnolia Provision Co., and No. 289, Texas & New Orleans, peti- 
tioner, vs. Houston Packing Co., cases involving recovery of over- 
charges and recovering of charges erroneously refunded in connec- 
tion with shipments of tin cans from New Orleans to Houston, Tex., 
from the Circuit Court of Appeals for the Fifth Circuit. 

No. 294, Kansas City Southern, petitioner, vs. J. L. Nectaux, a 
personal injury case, from the Circuit Court of Appeals for the Fifth 
Circuit. . 

No. 297, Southern Pacific, petitioner, vs. Nelita Franklin, a case 
involving loss of hand baggage by a railroad station porter, from 
the Supreme Court of California. 

No. 307, Thomas Carlo, petitioner, vs. Bessemer & Lake Erie, 
a personal injury case from the Supreme Court of Pennsylvania. 

No. 308, Cora A. Poindexter, petitioner, vs. C. C. C. & St. L., a 
personal injury case, from the Supreme Court of Missouri. 

No. 309, Bertha Wilson, petitioner, vs. Missouri Pacific, a personal 
injury case, from the Supreme Court of Missouri. 

No. 310, Illinois State Trust Co., petitioner, vs. Missouri Pacific, 
a personal injury case, from the Supreme Court of Missouri. 

No. 314, Bank Line, Ltd., petitioner, vs. H. G. Porter et_al., a 
cargo damage case, from the Circuit Court of Appeals for the Fourth 
Circuit. 

No. 419, George E. Mayor, petitioner, vs. Central Vermont, a 
personal injury case, from the Circuit Court of Appeals for the 
Second Circuit. 


LOS ANGELES STATION CASE 


On suggestion of Max Thelen, counsel for the City of Los 
Angeles, Justice Hitz, of the Supreme Court of the District of 
Columbia, October 18, overruled the demurrer of the city to the 
answer of the Commission to the city’s petition for a writ of 
mandamus directing the Commission to consider evidence as 
to its right to order the railroads at Los Angeles to construct 
a union station, and dismissed the city’s petition for a writ. 
Mr. Thelen immediately appealed to the Circut Court of Appeals 
of the District of Colmbia. He proposed that such a course be 
followed and the court approved the suggestion. 

Before this action was taken, the court denied the petition 
of the carriers, represented by Frank Karr, of the Southern 
Pacific, for permission to intervene in the case. The Commission 
was represented by Chief Counsel Knowlton. E. C. Blanchard 
appeared with Mr. Thelen as counsel for the city. 


NAVIGABILITY OF STREAMS 


Whether or not the waters of Mud Bayou, a small stream 
in Texas, are navigable is a question that the Department of 
Justice will seek to have answered by the Circuit Court of 
Appeals, Fifth Circuit, in the case of the Gulf & Interstate 
Railway Company vs. The Secretary of War. 

The case arose in the federal court for the southern dis- 
trict of Texas, the railway having sought to restrain the Sec- 
retary of War from instituting an action against the railway 
company under the federal rivers and harbors act to compel 
the company to alter its bridge over Mud Bayou. 

If the waters of the stream are navigable, according to the 
department, the Secretary of War has authority under the law 
to compel the railway company to alter the bridge in such 
manner as will not interfere with commerce on the intracoastal 
canal that is being constructed from New Orleans to a point 
in Texas on the Gulf of Mexico. It is alleged that the changes 
required by the War Department will necessitate an outlay of 
$200,000, with annual operating expenses of $20,000. 

The contention of the railway company is that the waters 
in question are not navigable and that therefore the Secretary 
of War and the federal government have no jurisdiction over 
them. The district court held that the waters were not in fact 
navigable, had never been and were not now being used in aid 
of commerce. 

“It appears, however,” says the Department of Justice, 
“that under rulings laid down by the Supreme Court of the 
United States as to navigability, the contention of the govern- 
ment is that the test of navigability is not whether the waters 
have been or are now being used in aid of commerce but 
whether they are in fact capable of bearing commerce.” 

The department has authorized an appeal from the district 
court. 


EASTERN LIVE STOCK CASES 


The Traffic World Washington Bureau 


The Commission has been notified that the defendants in 
No. 16746, Independent Slaughterers’ Traffic Association et al. 
vs. New York Central et al., and cases joined with it, known 
as the eastern live stock cases, haye asked the federal court 
at Cincinnati for an injunction forbidding the enforcement of 
the Commission’s order establishing new rates not later than 
November 1. Hearing for a temporary injunction is to be had 
October 24. 

The Commission has reopened, for further hearing, at times 
and places as it may hereafter direct, No. 16746, Independent 
Slaughterers’ Traffic Association et al. vs. New York Central 
et al., and the cases joined with it. All petitions for postpone- 
ment of the effective date have been denied. 

The cases involve rates on live stock made by combinations 
on the Ohio and Mississippi rivers to the east and rates within 
defined limits in the east to the slaughtering points. 

At the time the cases were reopened the Commission set 
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them down for oral argument simultaneously with No. 17000, 
part 9, Hoch-Smith live stock western district rates. Thereby 
and to the extent indicated it connected up the rates both in 
the east and the west for discussion purposes at least. The 
cases joined with the Independent Slaughterers’ Traffic Associa. 
tion case are: 


No. 16844, Swift & Co. et al. vs. Santa Fe et al.; No. 16844-Sub. 
No. 1, Wilson & Co., Inc., et al. vs. Santa Fe et al.; No. 16844-Sub, 
No. 2, New York Butchers Dressed Meat Co. et al. vs. Akron, Canton 
& Youngstown et al.; No. 16844-Sub. No. 3, Kimball & Colwell Co, 
et al. vs. Baltimore & Ohio et al.; No. 17411, Kennett-Murray Live 
Stock Buying Organization et al. vs. Akron, Canton & Youngstown 
et al.; No, 17411-Sub. No. 1, Allied Packers, Inc., et al. vs. Akron, 
Canton & Youngstown et al.; No. 17411-Sub. No. 2, Louisville Live 
Stock Exchange et al. vs. Akron, Canton & Youngstown et al.; and 
No. 17411-Sub, No. 3, Chicago Live Stock Exchange et al. vs. Akron, 
Canton & Youngstown et al. 


The Commission has modified the orders entered by it on 
July 14, September 7, and October 13 in No. 16746, Independent 
Slaughterers’ Traffic Association et al. vs. New York Central 
et al., and the cases joined with it, so that the rates therein 
prescribed may be established on or before November 1, upon 
not less than five days’ notice. 








MILWAUKEE REORGANIZATION SUIT 


The Chicago, Milwaukee, St. Paul & Pacific has brought 
action in the federal court at Chicago to enjoin the Commission 
from construing its orders of January 4 and March 15, 1928, in 
the Milwaukee reorganization proceeding, as requiring the St. 
Paul to obtain from the reorganization managers about $6,000,000 
collected by them by means of an assessment of $4 on each 
share of the stock issued under the reorganization plan. The 
Commission claims that its orders require the St. Paul to take 
that fund into its own possession, so that the Commission can 
control the amounts paid to the reorganization managers and 
others claiming reimbursement on account of money spent by 
them for reorganization. 


WESTERN RATE ADVANCE 


The Board of Railroad Commissioners of Iowa has filed 
objections to the petition of western carriers for vacation or 
amendment of outstanding orders and to permit amendment of 
tariffs by blanket supplements so as to facilitate applications for 
increased rates. 

“The right and authority of this Commission to arbitrarily 
cancel and vacate or amend the orders as in said petition prayed, 
is denied,” says the board. “We know of no warrant or authority 
granting the order having such broad effects, without full op- 
portunity for hearing thereon. The procedure as followed by 
petitioners is not in accordance with the authorized procedure 
in reference to the increase of rates. The rights of the public 
should be zealously guarded and protected, and not subject to 
such arbitrary action without authority of law, as asked for 
in the petition herein referred’ to.” 

The Lehigh Portland Cement Company asks that the peti- 
tion be denied for the reason that “each and every complaint 
and proceeding referred to by petitioner in so far as they re- 
spectively appertain to cement rates was the subject of an in- 
vestigation on the part of the Commission and orders were en- 
tered pursuant thereto, and no good reason is assigned by peti- 
tioner which would justify the Commission in vacating all or 
any of said order.” 

The Youngstown (O.) Chamber of Commerce has asked the 
Commission to deny the petition of the carriers. 

“We do not believe that an emergency exists as to the reve- 
nues of the petitioning carriers that requires wholesale increases 
such as we understand are contemplated,” it says. 

Blanket increases such as the chamber understands are 
contemplated should not be permitted in Western Trunk Line 
territory without due consideration of related rates in other 
territories, it is asserted. Objection is made to the method 
proposed by the carriers for paving the way for rate increase 
proposals. 


CHANGES IN DOCKET 


Hearing in No. 20662 (and Sub. 1), Albany Perforated Wrap- 
ping Paper Co. vs. B. & O. R. R. et al., assigned for October 20, 
at Albany, N. Y., before Examiners Armes and Brennan, was 
canceled and reassigned for October 22. 

Hearing in No. 19070, National Supply Co.-Midwest vs. C. C. 
C. & St. L. Ry., et al., assigned for hearing October 20, at Toledo, 
O., before Examiner Williams, was postponed to a date to be 
hereafter fixed. 


HIGHWAY ASSOCIATION MEETINGS 


The National Highway Traffic Association will hold its an- 
nual meeting at the Automobile Club of America, New York, 
N. Y., December 10, 11 and 12. The south-central division of 
the association will hold a meeting at New Orleans December 3. 
The north-central division will meet at Cleveland January 16. 








October 20, 1928 . 


BARGE ACT PROCEDURE 


The Traffic World Washington Bureau 


Representative Denison, of Illinois, author of the barge line 
expansion act of 1928, made the opening statement, on behalf 
of proponents of the legislation, in the argument October 12 
pefore the Commission in Ex Parte No. 94, procedure under 
parge line act, particularly with reference to the meaning and 
purpose of the provisions of section 2 (e) of the act. (See Traffic 
World, Sept. 29, p. 690.) 

Mr. Denison said he offered his view of the legislation for 
what it might be worth and not as binding in any way on the 
Commission. He said he wished to outline the background of 
the legislation and referred to the policy of Congress with 
respect to improvement of inland wateways and the expenditure 
thereunder of more than two hundred million dollars. He said 
the waterway improvement program was now nearing comple- 
tion and that to realize the benefits of such improvement, some- 
thing had to be done to bring about barge-and-rail routes and 
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tes. 
2 Although the government had spent all the money it had 
for waterway improvement, said he, transportation was not re- 
turning to the rivers. He said there were three reasons for 
that: (1) That there were not dependable channels; (2) that 
new types of terminals were necessary and that municipalities 
would not invest money in such terminals unless assured that 


te ught there would be rail-and-barge transportation; and (3) that the 

5 railroads had been hostile to the return of transportation to 

a the waterways and that they had driven it from the rivers 

: originally. 

00,000 e So, under the existing law,’’ Mr. Denison continued, “they 
each (the railroads) have to be brought here and compelled to put 
The in joint tariffs.” 
take The Illinois representative referred to expensive and long- 

a can drawn-out proceedings before the Commission and said private 

- and capital would not face such prolonged litigation, “so the govern- 

it by ment itself went into the transportation business, pending the 

completion of channels, terminals and to carry on this litigation.” 
He said the government was able to carry on the litigation, 
although it was expensive. He referred to the “hostile attitude 
filed of the railroads.” All this led up to the formulation of the plan 

n or to get action quickly and to compel the railroads to cooperate, 

it of said he. He said that if the purpose of the expansion act was 

: for not carried out, the country would lose its investment in the 

waterways and there would be no transportation on the inland 
ily waterways. 

yed, Mr. Denison then took up the provisions of the new act. 

rity He said it provided for certificates of convenience and necessity 
op- for barge lines, but that while section 1 of the interstate com- 
by merce act made it obligatory on railroads to obtain certificates, 
ure under the barge line act, it was optional with the water carrier 

blic whether it would or would not ask for a certificate. His view 
to was that when a privately operated barge line asked for a cCer- 
for tificate, a hearing was required, and that the reference in the 
barge line act to section 1 was only as to procedure. As to 

eti- rates and routes, he said the new law provided a rather sum- 
int mary proceeding. He said the government barge line, on appli- 
re- cation by it, should obtain a certificate of public convenience 
in- and necessity as “a matter of course,” in view of, among other 

n- things, that Congress had provided for its operation. 

ti- As to establishment of through routes and joint rates, Mr. 
or Denison said paragraph 3 of section 15 of the interstate com- 

merce act provided for “full hearings in advance,” but that the 
he barge act—paragraph e of section 2—changed that and provided 


for hearings after the Commission had entered an order if com- 
e- plaint were made. He argued that, inasmuch as the two 
4g provisions of law were inconsistent, paragraph 3 of section 15 

did not apply to barge-and-rail through routes and joint rates 
e and that as the barge act was the last expression of the will 
e of Congress, it would govern. 
r If the Commission should hold full hearings in advance on 
d application of the barge line for joint rates and through routes, 
a asserted the congressman, “the very purpose of the act to that 
extent will be nullified.” 

Commissioner Farrell inquired as to an order of the Com- 
mission standing in the courts if made as suggested by Mr. 
Denison. The latter contended that the provision for a hearing 
if anyone were dissatisfied with the order took care of that. 

Chairman Campbell inquired whether, if it were determined 
after the holding of a hearing as provided in section 2 of the 
barge act, that what had been done was not proper and should 
be changed, there was any provision made for requiring the 
water lines to pay something back to the railroads. Mr. Den- 
ison believed that the Commission could make an order to pro- 
tect the railroads in such situations. Chairman Campbell won- 
dered whether the power referred to by Mr. Denison was broad 
enough on which to base an award of damages and the latter 
thought it was. 

The congressman said the orders under section 2 would be 
in the nature of preliminary injunctions. He said if the Com- 
mission could not proceed under the barge act without full hear- 
ings in advance, there would be the same delays and expensive 
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litigation as there had been in the past. He said those were 
the things that prevented private capital from investing in trans- 
portation facilities on the rivers. He said water lines could 
not live on port-to-port business. He said a railroad could not 
either. He said the benefits of “cheaper transportation by 
water” should extend back into the hinterland by means of 
through routes and joint rates. He said some of the railroads 
had cooperated with the barge line, but that most of them had 
not. He said the country would not get the benefit of cheaper 
transportation by inland waterways until the railroads changed 
their attitude and accorded to the barge line the same treatment 
they accorded to other railroads. Commissioner Eastman called 
Mr. Denison’s attention to the fact that the Commission had held 
that a railroad ought to give better treatment to the barge line 
than to another railroad. 

Mr. Denison emphasized the point that what was desired was 
expeditious action and “to get results as soon as possible.” He 
asserted that water transportation was the “cheapest known,” 
and that the purpose of Congress was to give the people the 
benefit of it. He said the point had been reached where diversi- 
fied transportation facilities were necessary to meet the traffic 
demands of the country and that therefore Congress had ap- 
propriated money for the waterways and highways. He said 
it was short-sighted policy on the part of the railroads to oppose 
such a program at every turn. 

“We want the Commission to carry out the act as intended,” 
said he, asserting, in effect, that the Commission should leave 
to the courts the question of whether or not the act was un- 
constitutional, and urged the Commission not to adopt a con- 
struction of the act that would nullify it and make it worthless. 

Major General J. A. Hull, general counsel for the Inland 
Waterways Corporation, said the hopes of the Commission, the 
barge line and shippers as to establishment of joint rates and 
through routes had not been fulfilled and that hence the legis- 
lation in question had been enacted. He said he believed that 
for some time to come the government barge line would be the 
only line before the Commission and therefore he believed the 
Commission should not adopt at this time special rules for 
procedure under the act. He argued that the government barge 
line was entitled to a certificate of public convenience and 
necessity without a hearing. He said the Commission could not 
investigate the barge line as to whether it was in the public 
interest and that it should be operated because Congress had 
determined that question. He further said the Commission would 
not have the authority to refuse a certificate to the barge line. 

Commissioner Farrell asked of what benefit would be the 
issuance of a certificate to the barge line. Major General Hull 
said the act merely provided “a formal step” leading up to the 
requirements as to establishment of joint rates and through 
routes, etc. He said the Commission could act on the applica- 
tion of the barge line as to rates and routes, etc., after the 
certificate had been issued, without hearing. He suggested that 
the Commission take up the application in sections, that is, 
deal with one gateway, such as the Twin Cities, for example, 
dispose of the application as to that part of the country, and 
then proceed to another section of the country. He said the 
Commission could reserve the right to make future adjustments 
and that thus*the rights of the carriers would be protected. 

Cornelius Lynde, speaking for the Chicago Association of 
Commerce and the Mississippi Valley Association, addressed 
himself to the question@f due process under the act, and agreed 
with the interpretation given by Mr. Denison. He said the 
legislation provided for summary action—with hearings to follow 
if any were dissatisfied. He also believed provision could be 
made to protect the rail lines by retroactive orders with respect 
to money payments. He admitted, in response to questions by 
Commissioner Eastman, there could be no redress if the Com- 
mission made a mistake as to routes and rates—that the Com- 
mission could only award damages as the result of a change as 
to divisions. 


A. C. Wiprud spoke for fifteen or sixteen upper Mississippi 
Valley organizations. Herman Mueller, of St. Paul, and John 
Peterson, of Minneapolis, yielded their time to Mr. Wiprud. He 
argued that there must be a hearing on the application for a 
certificate of public convenience and necessity and a hearing 
on the question of divisions. Commissioner Farrell: indicated 
that he held that if the barge line elected to ask for a certificate 
from the Commission, it would be bound by the provisions of 
the interstate commerce act relating to certificates. Questions 
by commissioners indicated doubt as to how the Commission 
should proceed.’ 

Mr. Wiprud said a water carrier could not be deemed to 
be asking for the establishment of unreasonable through routes 
and that under the barge act it was incumbent on the Commis- 
sion to order in the routes asked for by the barge line, but 
conceded that if the Commission decided that a proposed route, 
on its face, was not justifiable, it could refuse to order in such 
a route. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, began his argument following conclusion of 
argument by Mr. Wiprud. He went into a detailed discussion 
of the history of the legislation, particularly with reference to 
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the so-called mandate part of the act with reference to sum- 
mary action as to through routes and joint rates. He said he 
assumed the hearing had nothing to do with the wisdom of the 
congressional policy in enacting such legislation nor the pending 
application of the barge line. Chairman Campbell, as to the 
application, pointed out that, as the result of the argument, the 
Commission might decide that no hearing on it was necessary. 
Mr. Thom said he would confine his discussion to the legislation 
and the duty of the Commission thereunder. He referred to 
Commissioner Eastman’s testimony before the House committee 
on the bill in which the commissioner took the position that a 
hearing would be necessary. 

Mr. Thom said he would discuss the intention of hte pro- 
ponents of the legislation to provide for routes and rates with 
no hearing in advance, whether they had accomplished their 
purpose in the legislation and, if they did, whether it was valid 
legislation. At that point adjournment was taken until the 
afternoon. 

Resuming his argument at the afternoon session, Mr. Thom 
said: 


Let us consider, first, the question as to whether this statute 
would be constitutional if it does not provide for a hearing in ad- 
vance before the through routes and joint rates and the divisions 
of the rates are established by the Commission. 

The making of a rate for the future is a legislative act. Con- 
gress might lawfully exercise the power to declare in a statute 
without a hearing, what a transportation charge for the future should 
be. That would be a mere act of legislative discretion, and the only 
remedy against it would be to show that what Congress had done 
violated some constitutional right of the complainant. 

But if Congress does not legislate directly, but delegates to a 
Commission the power to fix rates for the future according to a cer- 
tain standard which the Commission is directed to apply, the act of 
the Commission is not wholly legislative, but is quasi judicial. This 
will appear from the following cases: Missouri Pacific R. R. Co. vs. 
Nebraska, 217 U. S. 206-8; Oregon R. R. & Nav. Co. vs. Fairchild, 
224 U. S. 510. Interstate Commerce Comm. vs. Louisville & Nash- 
ville R. R. Co., 227 U. S. 88. 


Mr. Thom quoted from the decision in the latter case, from 
the decision in Manufacturers Railway Co. vs. U. S., 246 U. S. 
457, the decision in 224 U. S. 524, and Coe vs. Armour Fertilizer 
Works, 237 U. S. 424. 


“From these decisions,” said he, “it will clearly appear that 
Mr. Commissioner Eastman was right in the warning he gave 
to the House committee that an order of the Commission fixing 
through routes and joint rates without a hearing would be 
unconstitutional. In addition to this plain warning as to 
the constitutional difficulty. Mr. Commissioner Eastman clearly 
indicated to the committee the necessity for a hearing as a 
practical matter so that the Commission might enter a proper 
order.” 

Mr. Thom said it should be noted further that, in order to 
be constitutional, the barge act “must not amount to a delegation 
by Congress of a power to the Commission to establish through 
routes and joint rates without any congressionally prescribed 
standard to guide it.” 

“If this were done,” said he, “it would be a delegation to 
the Commission by Congress of its entire legislative discretion 
in respect to the matter and would constitute a delegation of 
pure legislative power. 

“This, in itself, would render the act unconstitutional. 
gress cannot validly delegate its legislative power.” 

Reference was then made to Wichita R. R. Co. vs. Public 
Utilities Commission, 260 U. S. 48; Mutual Film Corporation vs. 
Ohio Industrial Commission, 236 U. S. 245; and Hampton & Co. 
vs. U. S., 276 U. S. 407. 

“It will be noted that the Supreme Court, in the foregoing 
quotations,” said Mr. Thom, “in order to sustain the delegation 
of a power to make rates to a commission, places great reliance 
upon the necessity for the declaration by Congress of a measure 
or standard’and upon the necessity for an investigation of the 
facts by the Commission before the power is exercised.” 

Mr. Thom said if the barge act were to be construed as a 
delegation of the legislative power of Congress to make rates 
without standards, it would run counter to the decisions of the 
Supreme Court and would be void as an invalid delegation of 
legislative power. Continuing, he said: 

To render the le ation constitutional, therefore, it will be neces- 
sary to find in it, either on its face, or from other provisions of law 
incorporated in it by reference, the standards which must be used by 
the Commission in establishing the through routes and joint rates 
and the requirement of a hearing to the interested parties. Otherwise, 
it would be a naked exercise of arbitrary power, which is forbidden 
by the Constitution, a delegation of pure legislative power, which is 
forbidden by the Constitution, and the taking of property without a 
hearing, which the Supreme Court declares would be a taking of 
property without due process of law and, consequently, in violation of 
the Fifth Amendment to the Constitution of the United States. 

Mr. Commissioner Eastman, in his statement to the House com- 
mittee on page 394, indicated that if this amendment stood by itself 
it did not “clearly indicate the extent of the Commission’s authority 
or the standard | which the Commission should be governed.” 

The question then arises as to what interpretation shall be put 
upon the statute, notwithstanding the manifest purpose of its pro- 
ponents that the Commission should, in the first place, act without 
a hearing, with no knowledge of the facts, and to arbitrarily estab- 
lish by a sweeping order through routes, some of which would be 


unreasonable, and joint rates, when the rates must be reasonable in 
order to be valid and as to which the Commission would have no 


Con- 
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knowledge to guide it as to whether the rates which it fixes in sug, 
a proceeding without a hearing were reasonable or not. 

Thus construed, the statute would be unconstitutional. 

We are, therefore, confronted with this dilemma: either to cop. 
clude that the statute is unconstitutional or to find an interpretation 
consistent with its terms which would make it constitutional. 

The question then arises as to whether what Congress enacteg 
in this statute must be construed so as to accomniplish the manifegt 
=o <i its proponents, even, if so construed, it would be uncop. 
stitutional. 


In seeking to interpret legislation as enacted by Congress, 
Mr. Thom continued, an act must be examined with the thought 
in mind that, if it “is susceptible of two interpretations, that 
interpretation will be adopted which prevents it from violating 
the Constitution.” Continuing, he said: 


Turning now to the enactment itself, we find that the mandate 
to the Commission as to the establishment of through routes and 
joint rates can easily, and in my opinion properly, be interpreted as 
qualified by the phrase that the power to be exercised by the Com. 
mission must be exercised, according to the terms of the enactment, 
“as provided in paragraph (3) of section 15 of the interstate com. 
merce act, as amended.” In other words, that the only thing which 
the phrase quoted can grammatically qualify is the word ‘“‘direct” 
and the proper meaning of the clause is that— 

“The Interstate Commerce Commission shall thereupon, by order, 
as provided in paragraph (3) of sectoin 15 of the interstate com- 
merce act, as amended, direct all connecting common carriers and 
their connections to join with such water carrier in through routes 
and joint rates, with reasonable rules, regulations and practices, and 
the Commission shall in such order fix reasonable minimum dif- 
ferentials between all-rail rates and joint rates in connection with 
— water service to apply until changed by order of the Commis. 
sion.”’ 

What is the use of this reference to paragraph (3) of section 15, 
if it does not control the procedure? It certainly was not necessary 
. if confined to a reference to the reasonableness of the 
rules, etc. 

It does not seem permissible to construe the mandate as requir- 
ing of the Commission simply an order directing all connecting com- 
mon carriers and their connections to join with such water carrier 
in through routes and joint rates without designating what the through 
routes and joint rates shall be. 

If that interpretation were adopted it would be merely brutum 
fulmen, because the order would contain no definite direction and 
no carrier would be obliged to enter into any through route and 
joint rate, for there would be no definiteness in the order and it 
would be left to the discretion of the parties as to what they should 
agree upon. Moreover, there is no penalty for the disobedience of 
such an order of the Commission. 


Besides, if the order amounted to an adjudication of any question 
involved in the establishment of through routes and the fixing of 
joint rate, for there would be no definiteness in the order and it 
by the Commission establishing the routes and fixing the rates would 
constitute a legal hearing, because it would be acting in pursuance 
of its previous adjudications made without a hearing. If, as has been 
suggested, the Commission should, in its order establishing the 
through routes and the joint rates, make a reservation that there- 
after if it should appear that any injustice had been done, there 
should be an accounting and a restitution, due process.of law would 
not be complied with, for the reason that a hearing as to whether 
or not it would be reasonable regulation to establish a through route 
would involve a very different question and be capable of a demon- 
stration from the questions which would arise in respect to restitu- 
tion. In the one case use of property, unhampered by unreasonable 
regulation, would be preserved to the owner together with its proper 
enjoyment of its traffic relations; while in the other case, by un- 
reasonable regulation normal channels of trade and commerce would 
be disrupted, the rail carrier prevented from continuing its legitimate 
traffic relations and the only way that it would be compensated would 
be by restitution for the things that were in the past. It might be, 
indeed, that by the establishment of the through routes and joint 
rates the traffic would be taken entirely away from one rail carrier 
and moved by a through route composed of a water carrier and an 
entirely different rail carrier. In such event the establishment of 
the through route and the movement of traffic by it would entirely 
destroy the relationship of the carrier not a party to the through 
route in respect to a normal and proper movement of its traffic. 
While it may be true, as claimed by Mr. Lynde, that there is no 
Pury in traffic, it is at the same time true that a carrier’s property 
s taken in a very real sense if an unreasonable regulation takes away 
traffic it would otherwise enjoy. 


If a condition were made in the order for a subsequent account- 
— and restitution, the Commission would be merely exercising an 
arbitrary power to act on the fundamental rights of the carrier, and 
would by its order make a subsequent hearing take the place of the 

earing in advance which the Supreme Court declares the Constitu- 
tion requires. 

The ee interpretation of the mandate would seem to be 
that the Interstate Commerce Commission by its order should, after 
proceeding in accordance with paragraph (3) of section 15 of the 
interstate commerce act, as amended, direct the carriers to join 
in the through routes and the joint rates which the Commission will 
fix in the order. 

It is tied into: the interstate commerce act by this direct ref- 
erence to paragraph (3) of section 13, and is further tied into that 
act by the provisions of paragraph (f) of the section we are now 
discussing, which declares that— 

“The operation of the transportation and terminal facilities under 
this act shall be subject to the provisions of the interstate commerce 
act, as amended, . . . in the same manner and to the same ex- 
tent_as if such facilities were privately owned and operated.” 

This, while not covering port-to-port service of the inland water- 
Ways, does cover the joint service of rail and barge and makes such 
joint service, including the establishment of through routes and 
joint rates, subject to the interstate commerce act, thus incorporat- 
ing in this act the applicable provisions of the interstate commerce 
act, among which is paragraph (3) of section 15. 

It is true that this interpretation would render unnecessary the 
requirement of the act that the Commission should, in that order, 
fix reasonable minimum differentials between all-rail rates and joint 
rates in connection with such water service; because, if the joint 
rates were fixed by the Commission itself, there would be no neces- 
sity for a minimum differential. 

This difficulty, however, does not seem to be very serious, as 
it may have been due to careless draftsmanship and to a failure to 
properly coordinate the different parts of the subject. In fact, the 
provision as to minimum differentials was suggested by General 
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purn, on page 236 of part 1 of the hearings, when he did not 
sa one that the power of the Commission should be limited or 
ed by the direction that they must proceed “as provided in 


eek (3) of section 15 of the interstate commerce act, as 


paraded.” It was, therefore, a holdover of a part of what General 
amypurn had suggested, which was made unnecessary and inappli- 


ale when what he did suggest was changed by the qualification 
in respect to + aan (3) of section 15 of the interstate commerce 
amended. 

act, must be admitted that it is difficult to arrive at an entirely 
satisfactory interpretation of this act. It contains many incongrui- 
ties and difficulties of a more or less serious character. The difficulty 
above adverted to of the interpretation here suggested, as rendering 
the clause as to minimum differentials unnecessary and meaningless, 
does not compare with the incongruity and difficulty which arises 
in interpreting the provision of the act in respect to certificates of 
convenience and necessity. The act says that the application for such 
a certificate must be dealt with by the Commission in accordance 
with the provisions of section 1 of the interstate commerce act, as 
amended. Section 1 provides that the Commission shall have discre- 
tion, upon an application for a certificate of convenience and neces- 
sity, to grant the certificate or to withhold it, and the applicant car- 
rier is forbidden to operate if the certificate is not issued. 

The barge act of 1928 requires, until otherwise directed by Con- 
gress, the Inland Waterways Corporation to continue the operation 
on the Mississippi River, etc., and declares that such operation shall 
continue until the several things referred to in paragraph (d) of sec- 
tion 3 shall be realized, so that we have this act, on the one hand, 
requiring by act of Congress continued operation of the inland 
waterways, and, on the other power in the same act conferred upon 
the Interstate Commerce Commission to withhold its certificate of 
convenience and necessity and to direct the discontinuance of the 
operation of the inland waterways. It is impossible to imagine any 
greater incongruity or contradiction, and yet the act must be con- 
strued so as to give effect to the purpose of Congress as_ unmis- 
takably declared upon the face of it, although it may nullify other 
portions of the act, and in a way to make the act constitutional, 
even though some sections of the act may thereby be rendered un- 
necessary and useless. j 

If the interpretation above suggested be adopted, then this Com- 
mission must proceed as provided in paragraph (3) of section 15 of 
the interstate commerce act, as amended, which provides for full 
hearings, and the statute would thus be made to comply with the 
requirements of due process of law. If that interpretation is not 
adopted, the whole legislation is manifestly invalid: a conclusion 
which should not be adopted if any other is possible. 

The effect of the statute as thus construed would be that the 
Commission should proceed, in the ordinary way and in accordance 
with an unbroken line of historic precedents, after hearing, to estab- 
lish the through routes and joint rates which the conditions, as the 
Commission ascertains them in the hearing, would justify, and 
thereupon any disobedience to such an order of the Commission would, 
under paragraph (8) of section 16 of the interstate commerce act, 
subject the recalcitrant carrier to the penalties there prescribed. 

It is objected to this interpretation that, to adopt it, would 
render the enactment meaningless and useless, and this suggestion 
is used to drive the Commission to a construction of the statute 
which would render it unconstitutional. 

While, it must be admitted, that to adopt the interpretation sug- 
gested would disappoint the expectations, as publicly proclaimed by 
the proponents of the bill, and would deprive the legislation of much 
of its value from the standpoint of the purpose of the proponents, 
it would not render the legislation meaningless and ineffective for 
several legitimate purposes. 

First, the mandate as to the establishment of through routes 
and joint rates would probably be construed as shifting the burden 
of proof from the applicant for such through routes and joint rates 
to the carrier who opposes them, and the hearings under. paragraph 
(3) of section 15 would proceed on a different principle of evidence 
from that which now obtains without this amendment. 

Second, it would have the effect of preventing the Commission 
from. proceeding in the same order in which it establishes through 
routes and fixes the joint rates to prescribe the divisions thereof. 
The statute plainly prohibits the Commission from establishing di- 
visions until after the parties have negotiated for the period of time 
prescribed by it. 

Third, the effect of the amendment is undoubtedly to expedite the 
hearing and decision on the application for the establishment of the 
through routes and joint rates. 

This interpretation rejects the conclusion that Congress, in this 
enactment, has done nothing (because what it is claimed it has done 
would make the legislation unconstitutional and void) and accepts 
the view that, in the legislation Congress has gone to the full extent 
of its constitutional power and expedited the determination of these 
eg in every way possible. It could not constitutionally go 
urther. 


In response to interrogation from the bench, Mr. Thom said 
it was the Commission’s duty to construe an act as to make 
it constitutional if it could do that—that the Commission must 
find whether or not the interpretation it gave an act was in 
consonance with the Constitution and that if it could not con- 
strue it so as to make it in consonance with the Constitution, its 
duty was to administer it and leave the act to the courts. 

Commissioner Eastman said if the Commission held there 
should be hearings every step of the way, Congress would have 
done nothing in the barge act. Mr. Thom gaid he thought Con- 
gress would have done two or three things, as outlined heretofore. 

Cleveland A. Newton, formerly a member of Congress from 
Missouri, appearing for the Mississippi Valley Association, said 
if he understood the effect of Mr. Thom’s argument, then Con- 
gress had accomplished nothing in the barge act. He then 
made some general statements about the resistance of the rail- 
roads to waterway transportation and cheap water transporta- 
tion. He said the point had been reached where the railroads 
had refused to negotiate the establishment of through routes 
and joint rates. He said the upper Mississippi barge line had 
lost $300,000 in sending empty barges down the river because 
there were no joint rates. 

“Congress has been driven to this legislation by the un- 
friendly attitude of the carriers,” said Mr. Newton, adding that 
the purpose of Congress was that the waterways should be 
treated as a part of the transportation system and that there 
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should be no discrimination against transportation on the water- 
ways. 

Mr. Newton argued that, after the Commission had entered 
an order, without a hearing in advance, as he contended, the 
act contemplated, a complaint could be filed by a carrier the 
next day and a hearing held thereon as soon as possible. In 
the meantime, he indicated, the order of the Commission would 
be in effect. By having hearings in advance of the issuance 
of the order, he asserted, there would be delay and delay and 
“we would be getting nowhere.” 

A reference by Mr. Newton to the benefits that would accrue 
to the public through establishment of through routes and joint 
rates and to movement of traffic by rail and barge from a point 
in Kansas to a point in Tenness, for example, led Commissioner 
Eastman to inquire whether Mr. Newton would have an “utterly 
useless sail on the Mississippi to accomplish that purpose. Mr. 
Newton said he had in mind a movement from Kansas City, 
when the channel had been improved to that point, when the 
commissioner asked if he thought the barge line could be eco- 
nomically used on a haul from a point in Kansas to a point in 
Tennessee. 

John F. Finerty, appearing for the National Sugar Refining 
Company, said that company was interested in the proceeding 
because one of its strongest competitors used the barge line. He 
said the National distributed from New York City and that as 
the result of the competition via the barge line it had been 
excluded from Mississippi Valley territory. 

The argument made by Mr. Finerty was that under the 
barge act, with respect to a certificate of public convenience 
and necessity, the Commission, on application of the Inland 
Waterways Corporation for a certificate, would have to go into 
the question of whether the operation of the barge line, from 
the standpoint of economical transportation service, was justified. 
He said it would have to ascertain what economies would be 
attained by the operation of the barge line as opposed to the 
operation of an all-rail line. He said that would be necessary 
to determine what differentials might be properly fixed. He 
said it was necessary for the Commission to make a finding as 
to the public convenience and necessity with respect to operation 
of the barge line. He said the Commission would have to ascer- 
tain whether the water-and-rail routes were to be operated ex- 
clusively at the expense of the rail carriers. He asserted that 
the public was entitled to be heard on the application for a 
certificate of public convenience and necessity. 

W. M. Hough, of the Inland Waterways Corporation, read 
a statement as to the practical procedure that would be followed 
by the barge line if and when order were issued on the pending 
application, with respect to establishment of through routes 
and joint rates. 

Briefs are to be filed within fifteen days. 


VALUE OF INLAND WATERWAYS 


The government’s expenditures for waterways and barge 
lines, which compete with the railroads in the handling of the 
more productive forms of freight, constitute one of the most 
dangerous features of the present transportation situation, ac- 
cording to John Duffy, assistant to president, Lehigh Valley 
Railroad, in an address, October 15, before the Bond Club of 
New Jersey, Newark. 

The crux of the value of inland waterways, Mr. Duffy ex- 
plained, was whether the people could buy cheaper products 
when transported by canals than when transported by railroads, 
and similarly whether the producers of these products had 
gained because the traffic moved by canal. He continued: 


Waterways have recently been seized upon by the political 
opportunists for vote-getting purposes, despite the fact that this 
country has literally poured millions of dollars into such schemes 
thus far without results—except general increases in taxes. Although 
more than 600 million dollars has been spent on the Mississippi- 
Warrior River System and tribuataries, by national, state and local 
interests, more is to be spent. 

Right here in the state of New York there is an outstanding 
example of the alleged advantages of waterways. Thus far, it has 
cost the taxpayers some 250 millions of dollars, but more is bein 
sought. Every year the taxpayers i. up more than 10 millions o 
dollars to pay the interest on bon and the maintenance costs of 
the canal. But who are the gainers from it? Do you think the 
people of New York are able to buy cheaper products which have 
moved from Buffalo via canal than those which came by railroad? 
Similarly, do you believe the producers of those products have gained 
because they went by canal? And finally, what of the taxpayers? 
The superintendent of public works of New York state said recently 
it would be better for the people of the state if all the freight which 
moves over the canal were diverted to the railroads and the state 
paid the tariffs, if in turn the citizens could be relieved of the heavy 
tax strain of the canal. fi 

Yet there are advocates of converting this barge canal, at the 
cost of hundreds of millions of taxpayers’ money to a ship canal, 
while others would spend equally great sums in developing a ship 
way through the St. Lawrence. The latter, from an engineering 
standpoint, may be feasible, but is there anything available to 
indicate its advantages from a business standpoint? Will there 
be anything approaching a balanced traffic moving west as well as 
east? Will ship owners find the rates sufficiently attractive to war- 
rant their navigating the tortuous St. Lawrence route and the various . 
canal locks? Can shippers afford to pay them enough to warrant the 
dangers to their craft as against the prompt, efficient, and flexible 
service offered by the railroads? And, finally, what about the tax- 
payers? Will there be sufficient return to the people of New Jersey, 
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or New York, or Pennsylvania, or those inland states of the middle 
and far west to warrant this tremendous investment by the govern- 
ment in what, in some places, are foreign waters? ! 

In the splendid service the rail carriers have given the nation’s 
business in recent years lurks a- serious danger. Never, since the 
passage of the transportation act in 1920, have the roads earned 
the fair return upon their investment which that law promised 
and the prospects for the future are not encouraging. In the last 
seven years they have failed to earn this fair return by more than 
2% billions of dollars. The most disturbing feature in the situa- 
tion, however, is the lack of interest upon the part of those to whom 
efficient railroad operation is most necessary, those who know that 
an up-to-date transportation service is vital to the commercial pros- 
perity of the country. The railroads have given this service. Fur- 
thermore the prices of the stocks of many companies have enhanced 
in value, operating expenses have been materially reduced as a mat- 
ter of necessity, but as a result, particularly here in the east, satis- 
factory earnings are being shown. This is the state of affairs which 
has brought about an absolutely unwarranted feeling of security. 


DOWNS ON TRANSPORTATION 


That agencies of transportation are virtually adjuncts to 
business and that, as such, it is the duty of the business man 
to inform himself of the basic principles involved, was the state- 
ment of L. A. Downs, president of the Illinois Central, speaking 
before the transportation luncheon of the Illinois Chamber of 
Commerce, at Chicago, October 18. 

“In the case of the railroads, every business man depends 
on their service as a patron, passes upon their future as a citizen 
controlling government regulation, and profits from their earn- 
ings as a direct or indirect investor in railway securities,” he 
said. 

He said the country was in serious need of a definite national 
transportation policy embracing all forms of transportation to 
the end of economic and sane development. “Two points should 
concern us,” he explained. ‘One is whether or not we are 
investing too high a proportion of our state and national wealth 
in the duplication of transportation facilities. The other is 
whether or not new means of transportation will alter the loca- 
tion of our present trading points and build up or tear down 
cities which the railroads brought into being and nurtured.” 


He said the transportation problem of the country had devel- 
oped from a fairly simple one to one of great complexity in recent 
years. In that connection he referred to development of high- 
ways, water transportation, and air transportation. “What we 
need is to budget our transportation expenditures,” he declared. 
“Tf we are to spend vast sums on the development of new means 
of transportation, we should seek to do so wisely, upon a 
coordinated plan.” 


Waste through duplication of transportation facilities, he 
said, should concern every business man as it increased the 
national transportation bill, which must be met by business in 
the same sense that taxes must be met. In his opinion, a 
national problem of primary importance was presented by the 
necessity’ to bring about a harmonious development of the 
diverse and competing agencies involved. 


In discussing tests that should be applied to the various 
transportation agencies devising such a program for their future 
development, he called attention to the “hidden costs” repre- 
sented by upkeep on roads and waterways involved in methods 
of transportation using them. Railroad rates, he said, covered 
the full cost. He contended that it was unfair to allow “unregu- 
lated competition in transportation to continue indefinitely.” 
He offered it as his opinion that the railroads would remain for 
a long time to come the principal means of transportation in the 
country, and that they should be made the basis of the plan 
for the future. 


In further explanation of what he ‘meant by a national trans- 
portation policy he had the following to say: 


If we had a definite national transportation policy, as we have 
a definite railway policy, the country as a whole would be immensely 
better off. Before any railroad today can build a new line or take 
over one already built, it has to obtain the approval of a national 
regulatory body to do so; and I believe that some plan of the same 
sort, extended to cover not only all our interior means of transporta- 
tion but even the ocean carriers in coast-to-coast service, would be 
a fine thing and an economical thing to undertake. The regulation 
of rates and of terms of competition would come afterward, and I 
think a national solution for those problems could be worked out also 
and on a basis that would determine the true economic value of each 
means of transportation. 


Walter S. Carr, president of the Locomotive Firebox Com- 
pany, chairman of the transportation committee of the chamber, 
presided at the luncheon. Entertainment was provided by the 
Pullman Porters’ Quartette. 


WATERWAYS LUNCHEON 


Although the waterways division of the Illinois Chamber of 
Commerce is not in favor of the government in business, it does 
believe that it must continue on its present basis in the develop- 
ment of the inland waterways until three things have been 
accomplished, according to Walter W. Williams, chairman, speak- 
ing at the waterways luncheon of the chamber, at Chicago, 
October 19. 

The first of those, he said, was that there must be a de- 
pendable channel all the way from the Great Lakes to the Gulf. 
The second, joint through rates and routes with all the rail 
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carriers must be established. Last, suitable and adequate ty, 
minals must be provided along the entire distance of the try 
lines of the waterway system. 

The Great Lakes to the Gulf channel is an accomplish 
fact, he said. Although the entire distance is not yet open to 
navigation, the means for accomplishing that have been set Up 
according to him, and the Illinois branch will be ready in 193) 
The purpose behind the efforts of his committee, as he outling 
it, was to overcome, for the interior section of the country, th 
commercial handicap placed on it by the construction of th 
Panama Canal. “We are not opposed to any other means 
transportation,” he said, “but all means must be coordinate” 

Cost of operation, speed of movement, and satisfaction 
the public in connection with the operation of the inland wate. 
ways all primarily rest on the proper location and constructig, 
of the terminals, said Theodore Brent, of the Redwood Line 
Records of six years’ operation on the lower Mississippi of the 
government barge line showed that 37 per cent of the tot 
cost of operation was assignable to the terminals, he said. ky 
discussed in detail the powers that must be granted to th 
terminal organizations, construction and type of terminals anj 
other matters. Because of the public nature of the service jp. 
volved, the different kinds of carriers that must use them ani 
for other reasons, it was almost mandatory that terminals lp 
publicly owned, he said. 

Thomas F. Cunningham, New Orleans, vice-president, Mis. 
sissippi Valley Association, spoke on “Linking Illinois to the 
World.” William F. Mulvihill, Chicago, supervisor, Illinois 
waterway construction, told in detail what had been done jp 
connection with the construction of the Illinois waterway ani 
what remained to be done. 

Following the speakers, pictures were shown of terminals 
along the Mississippi, such as those at Memphis, New Orleans 
and Minneapolis. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 6 totaled 
1,186,598 cars, as compared with 1,196,768 cars the preceding 
week, according to the car service division of the American 
Railway Association. In the corresponding periods of 1927 and 
1926, the loading was 1,102,994 and 1,174,928 cars, respectively, 


As compared with the loading the week ended September 29, 
increases were reported for the week ended October 6 in the 
loading of live stock, coal, coke, and merchandise, L. C. L., and 
decreases were reported in the loading of grain and grain proé- 
ucts, forest products, ore and miscellaneous. 


Loading by districts the week ended October 6 and for the 
corresponding period of 1927 was reported as follows: 


Eastern district: Grain and grain products, 7,253 and 7,272; live 
stock, 2,718 and 2,851; coal, 50,280 and 41,376; coke, 2,535 and 2,212; 
forest products, 4,086 and 4,733; ore, 4,231 and 4,778; merchandise, 
L. C. L., 75,303 and 72,702; miscellaneous, 115,976 and 104,576; total, 
1928, 262,382; 1927, 240,500; 1926, 258,172. 

Allegheny district: Grain and grain products, 3,061 and 3,276; live 
stock, 2,317 and 2,365; coal, 51,116 and 43,454; coke, 5,357 and 4,406; 
forest products, 3,329 and 2,787; ore, 13,004 and 10,669; merchandise, 
a <a 4 and 58,353; miscellaneous, 100,203 and 89,893; total, 
1928, 236,886; 1927, 215,203; 1926, 238,817. 

Pocahontas district: Grain and grain products, 202 and 197; live 
stock, 337 and 330; coal, 43,759 and 44,848; coke, 455 and 381; forest 
products, 1,615 and 1,886; ore, 103 and 112; merchandise, L. C. L, 
7,891 and 7,957; miscellaneous, 7,556 and 6,532; total, 1928, 61,918; 
1927, 62,243; 1926, 62,698. 

Southern district: Grain and grain products, 3,767 and 3,528; live 
stock, 2,325 and 2,238; coal, 29,253 and 29,682; coke, 567 and 579; forest 
— 20,083 and 20,799; ore, 1,011 and 1,140; merchandise, L. C 


., 42,448 and 44,105; ‘miscellaneous, 62,591 and 60,284; total, 1928, 
162,045; 1927, 162,355; 1926, 167,764. 
Northwestern district: Grain and grain products, 22,539 and 


19,020; live stock, 10,005 and 9,982; coal, 9,849 and 10,782; coke, 1,422 
and 1,317; forest eS 15,912 and 15,894; ore, 38,969 and 31,509; 
merchandise, L. C. L., 33,530 and 35,830; miscellaneous, 52,933 and 
44,448; total, 1928, 185,159; 1927, 168,782; 1926, 183,798. 

Central western district: Grain and grain products, 14,775 and 
11,574; live stock, 16,219 and 16,605; coal, 16,515 and 14,948: coke, 379 
and 355; forest products, 11,644 and 10,985; ore, 3,650 and 3,686; mer- 
chandise, L. C. L., 36,310 and 35,544; miscellaneous, 80,380 and 77,517; 
total, 1928, 179,872; 1927, 171,164; 1926, 173,504. 

Southwestern district: Grain and grain products, 5,995 and 5,155; 
live stock, 4,611 and 4,318; coal, 6,873 and 6,118; coke, 235 and 212; 
forest products, 8,986 and 7,950; ore, 439 and 638; merchandise, L. 
C. L., 17,212 and_ 17,605; miscellaneous, 53,985 and 40,751; total, 1928, 
98,336; 1927, 82,747; 1926, 90,175. 

Total, all roads: Grain and grain products, 57,592 and 50,022; live 
stock, 38,532 and 38,689; coal, 207,645 and 191,208; coke, 10,950 and 
9,462; forest products, 65,655 and 65,034; ore, 61,407 and 52,482; mer- 
chandise, L. C. L., 271,193 and 272,096; miscellaneous, 473,624 and 
424,001; total, 1928, 1,186,598; 1927, 1,102,994; 1926, 1,174,928. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 





1927 1926 

Four weeks in January 3,756,660 3,686,696 
Four weeks in February 3,801,918 3,677,332 
Five weeks in March............ 4 3 4,982,547 4,805,700 
Four weeks in April ... ain 3,875,589 3,862,703 
Four weeks in May .... 4,108,472 4,145,820 
Five weeks in June.... in 4,995,854 5,154,981 
Four weeks in July............. 3,913,761 4,148,118 
Four weeks in August........... 4,230,80 4,249,846 4,388,118 
Five weeks in September....... 5,586,284 5,488,107 5,703,161 
Wook of Getener 6.2.6.2 .ccc0d0% 1,186,598 1,102,994 1,174,928 

PL Kdecaumbouawvecasinsaeee 39,403,727 40,275,748 40,747,557 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo markets have shown considerable underlying 
strength in the last few days. With only a small increase in 
jemand for space, rates have advanced an average of about 
one-half cent a hundred pounds all along the line. Brokers gen- 





» No. ig 







ate te, 
€ trunk 
















DD lisheg 
Open ty 
Set up 












onan erally expect a broadening in inquiries in the immediate future, 

ntry MM accompanied by a further rise in rates. 

, pe be The number of vessels available for the last half of Octo- 
e 


per is strictly limited and owners are showing little disposition 
to charter November ships except at an increase in the figures 
now being offered by shippers. These facts, coupled with the 
general expectation of an expanding volume of business, give the 
foundation for a stronger market. 

Shippers at present are showing a greater interest in the 
Montreal market. Recent fixtures have been closed at 13 cents 
a hundred pounds for October loading to Antwerp and Rotter- 
dam and 16 cents for November loading to the same ports, an 
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1 ~ b improvement of one-half cent over the previous week. Shippers 

nals pow of heavy grain to the Mediterranean have paid 17% cents for 

rvice & October, 18 cents for the first half of November, and 17% cents 
1em oad from St. John for December. A fixture of 17 cents is reported 
inals b from the Gulf to Antwerp and Rotterdam in January, and fur- 

. ther inquiries are in the market for November, December and 
nt, Mis. January. 

to the A recent coal fixture from Hampton Roads to Santos, late 
Ilinois October loading, was reported at $4.20 a ton, a substantial ad- 

done fh vance over previous business. Shippers are having difficulty 

yay ani in covering November requirements for lumber from the Gulf 
at the recent rate basis of $15.25 a thousand board feet. Owners 
rminals generally are holding out for a considerable advance over this 

Orleans figure. ' . 

The Pacific Westbound Conference has put into effect a 
ruling that all local cargo destined to Oriental differential ports, 
or outports, as sometimes called, will be accepted by member 
lines at tariff rates when steamers make direct calls at these 

totaled ports. When cargo is accepted for transshipment to these ports 

2cedin $1 a ton over the tariff rate will be assessed. This ruling went 
sertene into effect September 15, at which time the two former Shipping 

27 and Board lines, the States Steamship Company and the Tacoma 

ctively Oriental Steamship Company, became members of the con- 

b : ference. Previously, cargo to these ports was accepted at tariff 
ty 29, rates, whether transshipped or discharged direct. 

- the Rate on cotton from overland points via the Pacific coast 
» and to the Orient will be reduced 5 cents a bale December 1, by 

. Prod MF the conference. The rate has been 45 cents and 60 cents a 

7 hundred pounds, on high density and standard density re- 

or the spectively. 

Present rate on petroleum products from the Pacific coast 

2: live to Australia were extended through to December 31, 1929, by 
2,212; the Pacific Austraasian Tariff Bureau. The rates now in effect 

—— are as follows: 

6: ii Kerosene, in cases, 30 cents per case to Sydney, Newcastle, Mel- 
4.406. bourne, Adelaide and 35 cents to Brisbane and other ports; in drums, 
ain $6 W/M to Sydney, Newcastle, Melbourne, Adelaide, and $7 to Bris- 

“total bane and other ports. On lubricating oil, in cases, wood barrels, or 
ota drums, $7 W/M to Sydney, Newcastle, Melbourne, Adelaide, and $8 

li W/M to Brisbane and other ports. Asphalt, in lots of 500 tons or 

: nt more, is carried at $6.25 W/M to Sydney, Newcastle, Melbourne, 

oT. Adelaide, and $7.25 M/W to Brisbane and other ports; less than 500 

1.918: ton lots, $7 W/M to Sydney, Newcastle, Melbourne, Adelaide, and $8 

pay OL0> to Brisbane and other ports. 

i. A new item for the tariff is linseed oil, cottonseed oil, and 

i. ¢ oil, N. O. S., $15 W/M, effective immediately. 

1928, The following changes in conference rates are announced: 
and United Kingdom—New contract rates have been established as 

1,422 follows: 60 cents per 100 pounds on cereals-bran, all bran and bran 

1,509; krumbles and 80 cents per 100 pounds or 45 cents per cubic foot 
and ship’s option on caster assemblies, furniture, in barrels and cases. 

Mediterranean—At recent changes of the Gulf-Mediterranean con- 

and ference the following rate changes were made: From Gulf to French 

, 379 Mediterranean ports: Tobacco, 60 cents per 100 pounds; to North 

mer- African ports; tobacco, 70 cents per 100 pounds. To all Spanish ports, 

517; show cases, $12 per ton of 2,240 pounds or 40 cubic feet ship’s option. 

ie Levant, Black Sea and Adriatic—Rate of $14 per ton of 2,240 pounds 

i has been established on second-hand bags from Gulf ports to Adriatic 

; ports. . 

» L, West Coast South America—At a meeting of this conference the 

1928, following changes in ocean rates were made: Poultry and birds, live, 
: in packages—$1 per cubic foot to all ports; attendance fee, $5 per 
live package. Salad oil—In tin cans, packed, or in bulk, in kegs or 
and barrels 37 cents per cubic foot, or 66% cents per 100 pounds, ship’s 

ner- option, to Group 1 ports; 50 cents per cubic foot, or 89 cents per 100 
and pounds to Group 2 and 3 ports. Salad oil—In glass or earthenware, 

packed—45 cents per cubic foot, or 80 cents per 100 pounds, ship’s 
option, to Group 1 ports; 57% cents per cubic foot, or $1.03 per 100 
two pounds, to Group 2 and 3 ports. Boats without engines—25 cents 
per cubic foot to Group 1 ports, 30 cents per cubic foot to Group 

6 2 ports and 35 cents per cubic foot to Group . i. Paper bottle 

696 wrappers—25 cents per cubic foot to all ports. hlorate of potash— 

"339 65 cents per cubic foot or $1.16 per 100 pounds, ship’s option, to Group 
700 1 ports; 75 cents per cubic foot or $1.33 per 100 pounds to Group 

703 2 ports and 86 cents per cubic foot or $1.54 per 100 pounds to Group 

"290 3 ports except Buenaventura, which takes Group 1 rates. Group 1 

"981 ports: Puerto Bolivar and Guayaquil in Ecuador; Chimbote, Pimentel, 

118 Payta, Pacasmayo, Puerto Chicama, Salavery, Pisco, Callao, Mollendo, 

118 Ilo in Peru; Arica, Pisagua, Chanarel, Caldera, Coquimbo, Huasco, 





Tocopilla, Talta, Iquique, Valparaiso, San Antonio, Talcahuano, Anto- 
fagasta, Coronel, Corral, Puerto Montt, Ancud and Magallanes in 
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Chile. Group 2 ports: Eten, Supe, Samanco, Casma, Huacho, Huarmey, 
Cerro Azui, Lomas, Chala, Tambo de Mora in Peru; Gatico, Lota, 
Calita Buena, Penco and Tome in Chile. Group 3 ports: Buenaventura 
and Tumaco in Colombia; Esmeraldas, Bahia de Caraquez and Manta 
in Ecuador. 


Effective immediately and extending through November 30, 
1928, the following rates will apply to Buenaventura, Colombia: 


Lard, 90 cents per 100 pounds; biscuits, 42 cents per cubic foot, 
lubricating compound, 24 cents per cubic foot, lubricating graphite, 
24 cents per cubic foot; graphite and lubricating grease, 24 cents 
per cubic foot; vaseline grease, crude, not medicated, 24 cents per 
cubic foot; engine, flotation, lubricating, machine and tar oil, 24 cents 
per cubic foot; wheelbarrows, 40 cents per cubic foot; flour, 40 cents 


per 100 pounds; sugar, 50 cents per 100 pounds; wheat, 25 cents per 
100 pounds; cocoa beans, 75 cents per 100 pounds; corn oil, 25 cents 
per cubic foot or 50 cents per 100 pounds, ship’s option; corn starch, 
25 cents per cubic foot or 50 cents per 100 pounds, ship’s option. 


The above rates subject to discount of 10 per cent if for- 
warded on transshipment steamer. 

Mexico, Central America—At conference meeting it was 
agreed that chocolate and milk compounds should take the 
malted milk rate, which is 79c per cu. ft. or $1.42 per 100 
pounds, ship’s option, to all west coast Mexican and Central 
American ports with the exception of Corinto, Nicaragua, La 
Libertad, Salvador; San Jose de Guatemala and Champerico, 
Guatemala, which are subject to a discount of 10 per cent in 
the above rate. 

Barge Canal Traffic 

Conferences looking toward increased use of the New York 
State Barge Canal, which would divert more heavy cargo traffic 
to the port of New York, were held last week between W. P. 
Heddon, director of the bureau of commerce, of the Port of 
New York Authority, and Major Thomas F. Farrell, state com- 
missioner of canals and waterways, both of whom were guests 
of Col. Edward C. Carrington, chairman of the Great Lakes- 
Hudson Association. Mr. Heddon has pointed out that com- 
petitive seaports, such as Philadelphia, Baltimore, and New Or- 
leans, were obtaining differentials under the railroad rates to 
New York City on the ground that the Port of New York was 
too congested to give the best service to shippers. This em- 
phasized the need of development of the barge canal, he said, 
as an artery of traffic, as the 20 to 25 per cent differential on the 
canal under the rail rate would contribute materially to giving 
New York the traffic it has lost through disadvantageous rail 
rates. 


COOLIDGE AND MERCHANT MARINE 


The Traffic World Washington Bureau 


Private American shipbuilding pospects, created by the new 
merchant marine law, it has been learned, have put a glint of 
satisfaction in the eyes of President Coolidge. From off-hand 
talks with members of the Shipping Board, it is stated authori- 
tatively, he has learned that the provisions for new construction 
have caused plans to be made for at least twelve new ships 
and not improbably eighteen. Chairman O’Connor, probably to 
be conservative, it is understood, had counted on a dozen, while 
other members of the board think eighteen will be the result 
of plans now maturing. 

President Coolidge, in commenting on the plans that have 
already begun taking shape, has reminded some of his callers 
that the chief end of the law is to cause the construction and 
operation of American ships. His thought is said to be that 
the things already developed show that those who framed the 
legislation were so well advised that their work is already 
proving up, in a most satisfying manner. 

As to reports that the Shipping Board is finding itself di- 
vided into camps as to how the law should be construed in 
connection with the administration of the mail pay provisions, it 
is said the President has no recollection as to having received 
anything from the Shipping Board on the subject. As under- 
stood at the White House, the questions about mail pay con- 
tracts and their award are being worked out in negotiations 
between the board and the Post Office Department. 

Expenses of the Shipping Board, however, have come into 
the budget conferences that the President is holding with a 
view to seeing to it that the budget, for the fiscal year, is bal- 
anced. Efforts to cut down expenses of the government, in- 
cluding the Shipping Board, in the President’s view, are showing 
encouraging results to such an extent that, while the balancing 
has not been accomplished, President Coolidge believes it will 
be. Sale of ships and of lines, actual and prospective, make 
the President believe that the board will contribute a-fair share 
in bringing about the desired balance. But the White House 
thought is that Congress will have to keep its appropriations 
down to the lowest possible point, between now and next June, 
if the desired end is to be achieved. 


HOOVER ON MERCHANT MARINE 
That part of the address made by Herbert Hoover, Repub- 
lican candidate for President, at Boston, Mass., October 15, 
relating to the merchant marine, follows: 
A merchant marine under the American flag is an essential 
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to our foreign trade. It is essential to our defense. There is_only 
one protection of our commerce from discrimination and combina- 
tions in rates which would impose onerous charges upon us in the 
transportation of our goods to foreign markets—that is, a merchant 
marine under the control of our citizens. We have had need to re- 
vise our vision upon overseas transportation during the past few 
years. It no longer comprises large numbers of tramp steamers going 
hither and yon. From the point of view of our commerce it consists 
of about 25 important sea routes which are the extensions to foreign 
destinations of our inland trade routes, upon which we need regular, 
ferry-like service of large cargo liner ships. This development of 
large units and repetitive operation fits with the character of our 
industrial development and opens wider hope for our return to the 
sea. 

We have endeavored for two generations to find methods for 
restoration of that prestige on the ocean which New England at one 
time gave to us. During late years we have tried government owner- 
ship and operation. No one can now claim that government opera- 
tion gives promise of either efficiency or permanency. But by gov- 
ernment operation we have maintained our independence and our 
defense in the meantime. By it we have been able to pioneer the 
trade routes and to build up substantial flow of goods. Thus far 
it has been successful but at heavy cost. As these routes have 
gained in strength many of them have been disposed of to successful 
operation by private enterprise. With the legislation passed by the 
last Congress through which a number of indirect aids are given to 
the merchant marine, there is real hope that the government will 
ultimately be able to retire from competition with its own citizens 
in the shipping business, but it can not retire until we are sure 
that private enterprise can carry the burden and grow in strength. 
It is a certainty that government operation will always be unsatis- 
factory. The government can not operate cheaply; it can not rid 
itself of pernicious bureaucracy and politics; it can not avoid the 
interminable difficulties and wastes which come from this kind of 
organization and direct or indirect political pressures. The hope of 
a substantial merchant marine lies ultimately in the new character 
of overseas shipping, in the energy and initiative of our citizens 
with assistance and cooperation of the government. That assistance 
and cooperation is now being given and must be continued. 


FOREIGN TRADE CONFERENCE 


Permanency of the American merchant marine as a means 
of developing the trade of the middle west by furnishing a ve- 
hicle for its expansion to the markets of the world will be one 
of fourteen topics to be discussed by representatives of some 
100 commercial and business organizations of the mid-continent 
region at the eighth annual conference of the Middle West For- 
eign Trade and Merchant Marine Committee to be held at the 
Palmer House, Chicago, November 19 and 20. 

This conference will be held by the Middle West Foreign 
Trade Committee in cooperation with the Export Managers’ Club 
of Chicago, Illinois Manufacturers’ Association, and the U. S. 
Bureau of Foreign and Domestic Commerce and will give an 
opportunity for farmers, manufacturers and exporters to dis- 
cuss the problems which arise in their daily routine and are 
commonly faced by the average inland exporter and shipper as 
well. 

Governor Ralph O. Brewster, of Maine, will be ore of the 
speakers and Senator Wesley L. Jones, of Washington, is also 
expected to deliver an address, as well as four speakers from the 
Bureau of Foreign and Domestic Commerce, chiefs of their sev- 
eral divisions. 

Among the questions listed on the docket for discussion in 
round-table sessions and in open forum are: Credit Conditions 
in Foreign Trade; the Interior Bank—Its Relation to Foreign 
Trade Promotion; Packing for Overseas Shipping; Changing 
Trend in Export Distribution; Legal Aspects of Foreign Trade; 
Progress in Foreign Trade; Development of Gulf Ports with 
Relation to the Middle West Trade; Growth of South Atlantic 
Ports—Their Relation to Middle Western Trade; Sales Prob- 
lems of the Inland Exporter; the Commercial Organization 
Secretary—His Relations to Foreign Trade Promotion; Indus- 
trialization of Foreign Markets—Its Significance; Pending Leg- 
islation Vitally Affecting Foreign Trade; the Farmers’ Interest 
in Foreign Trade; the American Merchant Marine—New Trade 
Routes—Their Relation to the Middle West and the Jones- 
White Act—A Forward Step in the Preservation of Trade 
Routes. 


PORT OF PORTLAND, ME. 


The importance of Portland, Me., as the nearest port of 
the United States to the United Kingdom and Europe is shown 
in a revised report issued by the bureau of operations of the 
Shipping Board in co-operation with the board of engineers of 
the War Department. This report, the first of a series of sim- 
ilar publications issued by the two governmental agencies on 
the principal ports of the United States and its -posses 
sions, having become obsolete in many important respects, was 
revised so as to provide current information to shippers and 
commercial interests, importers, exporters, warehousemen and 
port authorities to meet their needs in solving problems which 
arise in connection with the movements of water-borne com- 
merce. Summarizing the report, the board says: 


Information contained in the report shows that by rail Portland 
is the nearest ocean port to Montreal, Canada, and because of its 
favorable position was selected by the Grand Trunk Railway as its 
Atlantic terminus. Grain has constituted the principal Canadian 
tonnage, although other traffic has reached important proportions. 
The traffic during the summer months was formerly limited to coal 
and more or less local business. However, since the original report 
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on the port of Portland was published, the conditions which Serveg 
to limit the trade of the port to the winter season and to traffic 
moving over the rails of the Grand Trunk Railway, have been con. 
siderably improved. At that time the Grand Trunk Railway ownej 
the only terminals at the port suitable for handling general carg, 
but the state of Maine has constructed a modern terminal which ha 
made possible the development of a more general traffic between Port. 
land and the interior, and the beneficial effects are already evidence 
— the increase in the number of steamship lines serving th, 
port. 

There are now ten steamship lines having service from Portlang 
to foreign ports. Some of these lines run to Portland only during 
the winter season when the St. Lawrence is closed to navigation 
but other steamers in the foreign trade use the port regularly through: 
out of the year. Two lines operate in intercoastal trade between Port. 
land and Pacific coast points, and two have coastwise service between 
Portland and other New England ports. All of these domestic ling 
now use the state pier which was constructed to meet the need of 
an all-year-round traffic. 

_ The revised_report points out that the port is served by thre 
railroads; the Canadian National Railways, the Boston and Maine 
Railroad, and the Maine Central Railroad. Most of the. through in. 
port and export traffic with Canada and the west is handled by the 
Canadian National Railways. There are 48 piers and wharves at this 
port, of which 36 are in the city of Portland. Seven wharves ar 
used for transportation terminals, 8 for coal, 4 for lumber, 6 for 
oil, 2 for marine construction, 2 are not in use and the remainder 
are used for general business. 

In its treatment of the commerce of the port the report shows 
that during the 10-year period from 1917 to 1296, inclusive, fuel ojj 
was the principal commodity imported at Portland. The average 
annual imports of petroleum and petroleum products amounted to 
137,000 tons or approximately 35 per cent of the average total com. 
merce; while annual imports of china clay averaged 86,700 tons or 
22 per cent. The exports from Portland consist principally of grain 
from Canada shipped during the winter when vessel service from 
the ports of Montreal and Quebec is suspended, due to the closing 
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of navigation on the St. Lawrence River. In 1919 the total amounted F. 
to slightly over 1,000,000 tons, which was reduced to about half this porati 
amount during the succeeding four years. During the last 3 years of con! 
the 10-year period, 1917-1926, the grain traffic was reduced to about 8 
25 per cent of the amount reached in 1919. The decline of this traffic freigh 
through Portland is due in part to the more extensive use of St. John in the 
and Halifax for Canadian traffic. The total grain exports from Port- Officia 
land during the calendar year 1926 amounted to 265,753 tons which 

is less than _the total for any other year in the period under con- to Eu 
sideration. However, taking the 10-year period as a whole, it is the ré 
found that grain and flour averaged 513,514 tons, or 86 per cent of lines 


the total export commerce. Coal is the principal commodity received 
coastwise at Portland. 

The large grain elevators located at this port have a combined 
rated capacity of 3,000,000 bushels. A total of 43,000,000 bushels has 
been moved through these elevators in one year, necessitating the A 
use of a large part of the car storage capacity. 


As the report indicates it is too early to expect radical changes unde 
in the economic conditions of the port but the tendencies seem to of shi 
be in the direction of a better balanced and more permanent trade. trade 
The report gives much credit to the director of the Port of Portland mon 


for his vision and enterprise in recognizing and carrying out the 
policies calculated to make this port’ more useful to shippers and act. 
others interested in ocean commerce. 
PORT ARBITRARY CASE 
After the hearing at Seattle, Wash., October 22, in No. 46, ‘ 








Everett Chamber of Commerce et al. vs. Luckenbach Steamship throt 
Co. et al., involving port arbitraries, has been held, a hearing fiscal 
in the same proceeding will be held at New York City November carr} 
9, according to advices to parties sent by the Shipping Board. 7 
RICE VIA LAKE CHARLES, LA. vess' 
The Shipping Board has assigned the complaint in No. 47, He 
Board of Commissioners of the Lake Charles (La.) Harbor & tolls 
Terminal District vs. New York & Porto Rico Steamship Co., a 
for hearing at Lake Charles, La., November 20. (See Traffic - 
World, Sept. 22, p. 662.) sarki 
vess 
KOSCIUSZKO FOR SALE 
The Merchant Fleet Corporation was authorized by the 
Shipping Board, October 16, to advertise for bids on the steel 
cargo vessel, Kosciuszko, to be received up to 11 a. m., Novem- assi 
ber 20. The vessel is of 7,371 deadweight tons and is now at app 
Staten Island, N. Y. Per 
. thre 
OCEAN MAIL CONTRACTS $1.2 
Post Office Department officials who handle ocean mail con- 
tracts under the Jones-White merchant marine act said October 
15 there was no basis for reports that ocean mail contracts that 
had been negotiated. thus far provided for payments for the 
transportation of the mails in excess of money for that purpose 
appropriated by Congress. It was stated that there was approxi- exy 
mately $19,000,000 available for the transportation of ocean Sal 
mail and that that amount included $7,500,000 made available 
by Congress at the last session after the Jones-White act had Sta 
been passed. ple 
Twenty ocean mail contracts have been entered into by the thi 
Post Office Department under the new marine law. It was 
stated that the annual payments under these contracts would fbt 
run between $10,000,000 and $11,000,000. Some of the contracts, be 
however, were entered into only recently, and the payments 
thereunder for 1928 will be for only the part of the year service an 
is given under them. fo 
—_-——. 00 
PALMETTO SALE COMPLETED th 
The Shipping Board and the South Atlantic Steamship Line co 
of Savannah, Ga., have taken the necessary legal steps to put an 
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ne American Palmetto Line, which operates between south 
atlantic ports and United Kingdom and northern European 
jorts, into the hands of the South Atlantic company. The board 
pproved the sale of the line September 25. 

~ At its meeting October 16, the Shipping Board authorized 
he certification of vessels for a mail route from Savannah to 
nremen and Liverpool, in response to a certification by the 
postmaster-General covering the route. This action paves the 
way for the purchaser of the American Palmetto Line to obtain 
an ocean mail contract under the Jones-White merchant marine 














- The board certified that vessels presently available were 
argo ships of 5,000 gross tons and capable of maintaining 10 
;nots at sea in ordinary weather. For the permanent service 
he board certified that it should be provided by vessels pri- 
marily for the transportation of cargo, but with provision for 
, proper amount of refrigerating space and for limited pas- 
senger accommodation, of a size not less than 3,000 gross tons 
and of a speed not less than 12 knots. The provision was made 
that three vessels of this type should be substituted for those 
temporarily accepted, one such vessel to be put in service in the 
fourth year of the contract, one in the seventh year, and one 
in the ninth year. The certification also contained provision 
that, upon mutual consent of the parties to the contract, it 
could be amended providing for larger and/or faster ships. 



















FRIESER GOES TO EUROPE 


F. G. Frieser, director of traffic, of the Merchant Fleet Cor- 
poration, sailed from New York at midnight October 19 to attend 
a conference at Hamburg that will take up the trans-Atlantic 
freight rate situation. Representatives of all the principal lines 
in the north Atlantic trade will participate in the conference 
Officials indicated that they regarded the sending of Mr. Frieser 
to Europe as necessary at this time and they hoped that as 
the result of the visit more harmonious relations between the 
lines might be established. 





FORD INTERCOASTAL CASE 


A hearing will be held at the Shipping Board December 10 
under the board’s resolution of inquiry to determine the status 
of ships operated by the Ford Motor Company in the intercoastal 
trade, and whether or not the Ford company is in fact a com- 
mon carrier in the intercoastal trade subject to the shipping 
act. (See Traffic World, Sept. 29, p. 714.) 


PANAMA CANAL TOLLS 


The aggregate number of commercial vessels that passed 
through the Penema Canal from its opening until the end of the 
fiscal year 1928 was 46,833, paying tolls of $193,307,727.83, and 
carrying cargo aggregating 215,286,199 tons, according to the 
Panama Canal Record. 

In the fiscal year ended June 30, 1928, 503 non tolls-paying 
vessels transited the canal. Since the opening of the canal, 4,267 
vessels have transited it without paying tolls. If they had paid 
tolls, the amount would have been $8,967,419.29. 

In September, 487 commercial vessels transited the canal 
and paid tolls of $2,111,230.56. Traffic for September decreased 
as compared with the preceding month, when 526 commercial 
vessels transited the canal. 


PARCEL POST REGULATON 


Effective at once, according to W. Irving Glover, second 
assistant Postmaster-General, the following transit charges are 
applicable to parcel post packages addressed for delivery in 
Persia dispatched via service 1: One and two pounds, 54 cents; 
oo to seven pounds, 96 cents; and eight to eleven pounds, 


GUATEMALAN RAILROAD 


(Bureau of New Orleans News) 


Increased business between New Orleans and Salvador is 
expected to follow the completion of the railroad between San 
Salvador, El Salvador and Guatemala City in November. 

Most of Salvador’s business at present with the United 
States is carried on through Pacific ports, but, with the com- 
pletion of the new railroad and more favorable rates, most of 
this business is expected to be diverted to New Orleans. 

The new road will give El Salvador an outlet to the Car. 
bbean by way of Port Barrios. At this point, connections will 
be made with the United Fruit Company. 

Coffee is the biggest factor in the exports of El Salvador 
and it imports considerable manufactured goods, machinery and 
food supplies. In 1926, its exports and imports totaled $14,000,- 
000. New Orleans handled only $800,000 of this business, but 
the bulk of it is expected to move through this port after the 
completion of the road, due to a more favorable rate structure 
and shipping facilities. 
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Large Class I roads in the eight months ended with August 
had aggregate net railway operating income of $587,426,205 as 
compared with $579,793,188 in the corresponding period of 1927, 
according to the monthly statement prepared by the bureau of 
statistics of the Commission from reports of Class I railroads 
with annual operating revenues above $25,000,000. 

In August, the net railway operating income for the same 
roads was $105,840,154, as compared with ,$101,092,370 in August, 


1927. 


The statistics as to operating revenues, operating expenses, 
net railway operating income and operating ratio, for individual 
roads, for August, 1928, and August, 1927, follow: 


Net 
railway 
Operating Operating operating 
revenues expenses income 
Total—Roads Reported— - 
1928 $476,598,433 $332,455,024 $105,840,154 
1927 476,775,809 337,132,749 101,092,370 
New England Region: 
Boston & Maine— 
1928 6,866,206 5,110,188 1,259,855 
1927 6,935,586 5,087,023 1,315,399 
New York, New Haven & Hartford— 
1928 11,898,649 7,879,826 2,857,116 
1927 47 ,775,809 337,132,749 101,092,370 
1927 12,329,795 8,506,664 2,663,443 
Great Lakes Region: 
Delaware & Hudson— 
1928 3,690,841 2,554,371 791,750 
1927 4,002,618 2,873,406 1,016,950 
Delaware, Lackawanna & Western— 
1928 6,962,826 4,841,352 1,549,938 
1927 7,553,240 5,065,848 1,841,220 
Erie (including Chicago & Erie)— 
1928 10,875,720 8,157,639 1,891,754 
1927 10,893,543 8,554,766 1,530,161 
Lehigh Valley— 
1928 6,527,407 4,471,117 1,529,035 
1927 7,015,477 5,085,116 1,385,458 
Michigan Central— 
1928 8,337,771 5,443,640 2,222,445 
1927 8,546,066 5,625,696 2,299,531 
New York Central (including Boston & Albany)— 
1928 34,018,396 25,555,371 6,054,518 
1927 34,415,465 25,288,463 6,583,809 
New York, Chicago & St. Louis— 
1928 4,537,373 3,225,953 909,429 
1927 4,671,845 3,324,262 869,809 
Pere Marquette— 
1928 4,523,610 2,732,703 1,446,980 
1927 4,349,213 2,731,406 1,278,420 
Pittsburgh & Lake Erie— 
1928 2,799,706 2,177,368 795,857 
1927 2,919,213 2,263,642 847,317 
Wabash— 
1928 6,460,982 4,721,830 1,180,641 
1927 5,841,459 4,424,282 940,688 
Central Eastern Region: 
Baltimore & Ohio— 
1928 21,709,323 14,518,484 5,955,583 
1927 22,104,324 15,641,237 5,177,151 
Central of New Jersey— 
1928 5,401,558 3,545,271 1,188,144 
1927 5,505,257 3,569,675 1,392,113 
Chicago & Eastern Illinois— 
1928 2,176,566 1,605,453 270,793 
1927 2,310,102 1,839,790 214,281 
Cleveland, Cincinnati, Chicago & St. Louis— 
1928 8,089,772 5,878,446 1,540,786 
1927 8,337,780 6,146,711 1,623,626 
Elgin, Joliet & Eastern— 
1928 2,050,022 1,437,681 340,973 
1927 2,067,232 1,519,416 278,788 
Long Island— 
1928 3,927,529 2,411,117 933,655 
1927 4,042,360 2,314,171 1,113,698 
Pennsylvania— 
1928 57,416,369 40,794,276 11,528,947 
1927 58,285,019 42,490,334 10,784,167 
Reading— 
1928 7,351,585 5,768,960 1,287,456 
1927 7,945,290 5,976,622 1,627,517 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 11,004,517 7,045,770 3,579,249 
1927 12,355,229 7,690,464 3,950,702 
Norfolk & Western— 
1928 9,073,775 5,521,052 3,082,252 
1927 9,890,974 5,834,598 3,455,722 
Southern Region: 
Atlantic Coast Line— 
1928 4,625,446 4,390,653 16,397 
192 5,206,790 4,935,354 6,612 
Central of Georgia— 
1928 1,987,489 1,591,384 289,030 
1927 2,271,896 1,666,117 473,388 
Illinois Central— 
1928 12,341,573 9,661,800 1,863,377 
1927 13,515,168 10,226,341 2,251,701 
Louisville & Nashville— 
1928 11,560,990 8,885,899 2,005,183 
1927 13,040,000 9,492,504 2,833,741 
Seaboard Air Line— 
1928 4,153,973 3,288,317 608,115 
1927 4,487,607 3,481,868 776,185 
Southern— , 
1928 12,607,305 8,820,633 2,923,793 
1927 12,515,316 8,333,733 3,331,429 
Yazoo & Mississippi Valley— 
1928 2,295,915 1,695,344 372,768 
1927 2,252,092 1,909,629 103,909 
Northwestern Region: 
Chicago & North Western— 
1928 15,084,455 10,367,014 3,623,243 
1927 14,631,848 10,380,406 3,053,128 
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Net Oper- 
railway ating 
Operating Operating operating ratio Operating Operating 
revenues expenses income % —_— expenses 
Chicago, Milwaukee, St. Paul & Pacific— Chicago & Eastern Illinoi 
1$28 16,174,739 11,776,236 2,855,756 2.8 1928 15, 5961, oo 13,056,621 
i9a7 14, 967, 419 12; 219, 175 1,225,638 1.6 927 17, 874, 14,507,444 
Chicago, St. Paul, Minnea olis & Omaha— Cleveland, Cincinnati, Chicago’ _ St. Louis— 
1928 655,002 2,145,532 307,255 80.8 1928 58,780,251 45,146,307 
1927 2,445,050 2, 090, 332 127,523 85.5 1927 61 *200, "361 47,070,779 
Great Northern— Elgin, Joliet & Eastern— 
1928 11,723,502 7,399,590. 3,381,629 63.1 1928 16,738,073 11,321,012 
1927 11 003, 397 6,779,928 3,024,479 61.6 1927 16,924,050 11,366,196 
Minneapolis, St. Paul & Salut | Ste. Marie— Long Island— 
1928 935 3,180,062 862,990 71.9 1928 26,812,487 18,980,983 
1927 z 533 631 3,075,228 1,048,396 67.8 1927 27,145,535 20,490,603 
Northern Pacific— Pennsylvania— 
1928 9,137,259 6,186,972 2,468,595 67.7 1928 420,697,209 314,215,442 
1927 8,367,550 6,009,351 1,883,436 71.8 1927 447,157,680 343,491,126 
Oregon-Washington R. R. & Navigation Co.— Reading— 
1928 3,039,695 2,074,916 607,616 68.3 1928 57,451,478 46,098,742 
1927 3,035,726 2,018,244 663,607 66.5 1927 62,044,027 48, 467, 519 
Central Western Region: Pocahontas Region: 
Atchison, Topeka & Santa Fe— Chesapeake & Ohio— 
1928 19,634,964 12,228,586 5,518,628 62.3 1928 80,639,836 55,768,958 
1927 18,005,420 12,089,729 4,267,198 67.1 1927 90,863,391 61,182,508 
Chicago & Alton— Norfolk & Western— 
1928 2,668,767 1,954,509 424,657 73.2 1928 67,586,715 43,783,960 
1927 2,456,083 1,958,135 196,080 79.7 1927 75,050,329 47,219,765 
Chicago, Burlington & Quincy— Southern Region: 
1928 16,356,129 10,033,396 4,707,669 61.3 Atlantic Coast Line— 
1927 * 184,344 9,380,335 4,106,930 61.8 1928 48,928,905 38,307,097 
Chicago, Rock au & Pacific 27 55,937,081 43,378,763 
1928 13 061, 426 9,011,515 2,831,129 69.0 Central of, Georgia— 
1927 12, 302, "340 8,735,164 2,489,661 71.0 1928 16,716,753 13,016,185 
Denver & Rio Grande Western— 1927 18,527,283 14,186,733 
1928 2,951,909 2,270,018 549,461 76.9 Illinois Central— 
1927 3, 086, 716 2,294,036 683,526 74.3 1928 99,392,116 77,732,551 
Oregon Short Line— 1927 103,462,597 78,436,013 
1928 3,543,020 2,195,582 945,879 62.0 Louisville & Nashville— 
1927 3, 318, 291 2,258,673 689,934 68.1 1928 89,744,422 71,532,108 
Southern Pacific Companyf— 1927 96,829,815 75,925,564 
1928 21,070,802 14,294,870 4,708,962 67.8 Seaboard Air Line— 
1927 20, 764, 046 13,727,584 4,944,096 66.1 1928 38,370,605 28,715,059 
Union Pacific— 1927 42,529,341 31,983,046 
1928 12,473,574 7,424,473 3,774,262 59.5 Southern— 
1927 11,592,818 6,914,843 3,441,662 59.6 1928 94,588,199 68,522,646 
Southwestern Region: 1927 _ 97,798,778 70,823,798 
Gulf, Colorado & Santa Fe— Yazoo & Mississippi Valley— 
1928 2,368,766 1,529,067 630,564 64.6 1928 16,632,082 13,813,716 
1927 2,638,181 1,888,810 521,775 71.6 1927 16,761,769 14,520,041 
Missouri-Kansas-Texas Lines— Northwestern Region: 
1928 5,207,449 3,382,991 1,287,978 65.0 Chicago & North Western— 
1927 4,766,850 3,028,567 1,241,524 63.5 1928 99,596,414 76, aes. 911 
Missouri Pacific— _ _ " ~~" ane gg A — 8,813 
1928 12,048,117 8,677,655 2,404,915 72.0 cago, waukee, - rau acilic— 
1927 11,020,931 8,084,343 2,149,166 73.4 1928 109,692,067 83,379,499 
St. Louis-San Francisco— 1927 102,645,490 87,792,537 
1928 7,671,436 4,931,888 «2,260,728 64.3 Catenge, 0. Font, See 2, OMe 
1927 7,782,303 5,085,944 2,285,532 65.4 oe RR gs EB vie p gts 
1927 16,955,528 14,159,339 
Texas & New Orleans— Great Northern— 
1928 5,873,091 4,618,088 782,988 78.6 1928 71,812,012 52,370,446 
. > ea 1927 6,246,766 4,938,865 695,649 79.1 1927 68, 577, 366 49,574,104 
exas acific— Minneapolis, St. Paul Sault Ste. Marie— 
1928 4,156,202 3,040,166 629,431 73.1 ° ot 30,413,320 23,958,109 
1927 3,020,143 2,275,919 436,495 75.4 1927 29, 610, 106 23,220,724 
- Northern Pacific— 
The figures for eight months ended with August, 1928, and 1008 7,000.04 47,064,263 
u Zz Ww: 175, 278, 
August, 1927, follo Goagne-Wnoies © *. 4. Paviention Co 
Total—Roads Reported— 249, 2190, 
1928 $3,407,482,032 $2,545,850,799 $587,426,205 74.7 Gentrat western Regia. peeteet5S «14,907,200 
1927 3,498,119,719 2,642,687,631 579,793,188 75.5 entral western egion: 
New England Region: Atchison, Topeka & Santa Fe— 
7 Boston & Maine— 1928 130,504,613 96,339,376 
1928 49,802,430 37,188,285 8,647,004 74.7 cas tee Oe 
1927 51,512,036 39,093,620 8,154,071 75.9 cago “1928 18.586.893  14,829.680 
Wew York, New Haven & Hartford— 1927 18°633'456 14'706 865 
1928 89,288,004 63,817,910 16,240,902 71.5 Chica Burlingt & Quin ’ oe 
1927 92,132,974 67,418,501 15,153,809 73.2 nett ——s oT on 
Great Lakes Region: 1928 104,219,158 74,144,117 
Delaware & Hudson— 1927 98,984,734 71,246,238 
1928 25,731,459 20,510,065 3,688,742 79.7 Chicago, Rock Island & Pacific— 
1927 28, 402, 309 23,223,039 4,067,231 81.8 1928 87,831,554 65,507,968 
Delaware, Lackawanna & n— 1927 88,134,842 67,397,919 
1928 52, 300, 80 38,703,801 9,654,363 74.0 Denver & Rio Grande Western— 
1927 56; "080 56 40,418,191 10,909,225 72.1 1928 20,132,366 15,849,081 
Erie (including Chicago & & Bris) 1927 20,439,750 16,136,539 
4,935 62,543,567 11,324,383 78.2 Oregon Short Line— 
1927 30. oe 699 65,717,322 9,111,882 81.2 1928 23,489,368 17,054,380 
Lehigh Valley— 1927 21,461,340 16,221,489 
1928 46,060,897 35,603,484 6,878,583 77.3 Southern Pacific Compan yt— 
1927 49,611,286 39,635,221 6,445,171 79.9 1928 148, 952,348 106,549,109 
Michigan Central— 1927 148,202, 020 107,234,837 
1928 Hy 398, 956 41,680,100 14,857,750 67.9 Union Pacific— 
1927 488 41, "946, 191 14,272,136 69.2 - 1928 73,601,885 50,471,159 
New York Central Cincludites “Bato on ix Alban y)— 1927 66,548,040 47,115,226 
1928 249,414,007 008, 489. 40,069,895 76.2 Southwestern Region: 
1927 257, (615, ta i9t 305, 797 43,224,885 75.4 Gulf, Colorado & Santa Fe— 
New York, Chicago & St. 1928 17,162,023 13,658,341 
1928 34, er 370 25,531,657 5,346,528 73.9 1927 22, 771,737 17,706,160 
1927 35, 913, 780 26,063,649 6,307,410 ° 72.6 Missouri-Kansas-Texas Lines— 
Pere Marquette— 1928 35,466,567 24,762,184 
1928 29,129,339 20,530,688 6,103,781 70.5 1927 36,747,175 26,062,506 
1927 29 "854,414 21,110,245 6,128,493 70.7 Missouri Pacific— 
Pittsburgh & Lake Erie— 1928 84,346,651 64,675,455 
1928 20,471,039 16,870,861 4,830,871 82.4 1927 81,562,876 65,656,063 
1927 8622, 074, 766 18,025,991 5,607,867 81.7 St. Louis-San Francisco— 
Wabash— 1928 53,284,452 37,726,232 
‘ 1928 46,021,846 35,041,845 6,521,449 76.1 1927 56,349,454 39,999,997 
1927 44,731,137 34,882,416 5,522,718 78.0 Texas & New Orleans— 
Central Eastern Region: 1928 44,184,097 36,489,857 
Baltimore & Ohio— 1927 46,122,486 39,402,527 
1928 152,852,453 115,154,727 28,516,718 75.3 Texas & Pacific— 
1927 165,821,957 124,346,017 31,420,126 75.0 1928 32,619,942 22,342,013 
Central of New Jersey— 1927 24,304,939 18,847,955 
1928 37,660,149 27,454,089 5,974,483 72.9 —_—-_ 
1927 39,209,812 29,176,763 6,860,756 74.4 yIncludes returns for Atlantic Steamship Lines. 
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october 20, 1928 


MOTOR VEHICLE REGULATION 


Motivated by the fact that unregulated bus and truck com- 
etition is making inroads on the earnings of their railroad, 
30,000 employes of the St. Louis-San Francisco Railway have 
undertaken the chore of bringing Congress to a realization that 
g “just and fair” regulation of bus and truck companies in inter- 
state traffic is imperative. 

Petitions addressed “to our senators and representatives in 
Congress” are being circulated by employes of the railroad 
among their fellow-workers, urging Congress to pass an act 
regulating the interstate transportation of freight and passen- 
ers by busses and trucks. 

The petitions set forth the efficiency and dependability of 
rail transportation and say further: 


There has recently sprung up all over the country a competi- 
tion on the part of unregulated companies, many of them irresponsible, 
undertaking to haul freight and passengers in interstate commerce 
for hire by means of busses, trucks, and publicly operated automobiles 
in direct competition with the railroad companies. This unregulated 
competition is not only endangering the well established, dependable, 
and permanent railroad service, but endangers the lives and limbs 
of the public generally and, in case of serious accident, leaves the 
injured passengers or members of the public without financial pro- 
tection. It is not fair that the railroads should be destroyed or their 
service seriously impaired by such unregulated competition. 


The petition asks Congress to include in the proposed Dill: 
(a) Proper protection against financial irresponsibility; (b) 
a fixed schedule on which the public can depend to be fur- 
nished in season and out; (c) a proper tariff of freight and 
passenger charges subject to the regulation of a proper com- 
mission; (d) careful inspection of all motor vehicles to make 
certain they are safe for the uses to which they are to be de- 
yoted; (e) proper investigation as to the mental and physical 
qualifications of the driver of such vehicle for such service; 
(f) the provision for some regulatory body or bureau analogous 
in some respects to the Interstate Commerce Commission,.which 
can see that such transportation companies are efficiently, fairly, 
conservatively, and dependably operated, and to the end that 
in serving the public no unnecessary damage or loss be inflicted 
on other transportation companies; (g) an adequate tax con- 
sistent with the value of the use of the public highways of the 
nation by such transportation companies, such tax to be used, 
first, for the payment of the proper supervision, and second, to 
assist in maintenance of the highways; (h) proper regulations 
covering the weight, width and size of such vehicles and pre- 
scribing safe speed regulations. 

The idea for this concerted effort on the part of rail em- 
ployes to preserve their railroad’s business and thus insure their 
jobs, originated in the mind of William Marsh, of Memphis, 
Tenn., veteran dispatcher for Frisco Lines, and president of 
the Veteran Employes’ Association of the railroad. 


He has been an employe of Frisco Lines for 40 years. 
starting his career with the old Kansas City, Fort Scott & 
Memphis line (now a part of the Frisco) as an “extra” dis- 
patcher in 1888. He has been employed in Memphis since 1915. 

“For several years now I’ve watched the inroads the busses 
and trucks are making,” Mr. Marsh said. “It’s an easy matter 
for a dispatcher sending trains over the road to note a decrease 
in business. I know the efforts our officers are making to 
secure a fair regulation of these new bus and truck companies, 
and I thought and thought for some way we employes could 
help them. One night the idea of this petition came to me. I 
discussed it with several of the boys and they agreed to help 
me. We drafted the petition and started out for signatures. 
We'signed 450 employes here in Memphis in a few days. Then 
I talked with one of our officers in St. Louis and he suggested 
making it a system-wide movement by having the petitions 
printed and sent out to all employes. That’s what’s been done. 
I’m mighty proud to have started it. And they tell me in St. 
Louis that the idea may spread to other railroads, too.” 

The petitions are being handled by sixty-five Frisco em- 
ployes’ clubs at all points on the railroad. They will be recalled 
on November 15, the number of signatures tabulated, and the 
various petitions sent to Washington to the senators in the nine 
states served by the Frisco. 


WESTERN WAGE HEARING 


Most of this week at the hearing being conducted by the 
President’s fact finding commission, appointed in connection 
with the strike threat of the conductors and trainmen of the 
western roads, was taken up by the presentation of rebuttal 
testimony by the employe representatives. Besides that, testi- 
mony was introduced in behalf of the public by the Chicago 
Association of Commerce and the Illinois Manufacturers’ Asso- 


ciation. 
Although considerable testimony was introduced by the 


employe representatives in rebuttal of the carriers’ plea of in- 
ability to meet their demands because of economic conditions, 
they stated it as their position that the employes were entitled 
to a “fair and reasonable” wage regardless of the ability of the 
carriers to pay. 


In opposition to the figures put in by the rail- 
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roads last week with respect to their low earnings, such facts 
were presented as that there had been an increase in stock 
yielding dividends in recent years. While the figures as to 
revenue showed a falling off in 1927, as against 1926, it was 
said that 1926 was a peak year, and that a better showing was 
made in 1927 than in 1925. Freight revenue on the western 
roads in 1927 was $71,000,000 above that of 1923, it was pointed 
out; while in the east there was a falling off of $129,000,000 
in the same period. The productivity per man had increased 
9 per cent in the southern district, 10 per cent in the eastern 
district and 13 per cent in the western district, in the same 
period, it was said. 

In connection with the dispute over the elimination of the 
so-called double-header rule, considerable testimony was offered 
on the subject of the effect of operating long trains. It was said 
that trains in excess of 70 cars could not be operated with safety 
and efficiency. Manual hand signals could not be interpreted at 
greater distances, according to the testimony, and serious acci- 
dents were said to result from shocks incident to starting and 
stopping excessively long trains. 

The testimony given by the Chicago Association of Com- 
merce was presented in behalf of a large number of other 
associations of commerce and shipper and manufacturers’ organ- 
izations, as well as the individual interests embraced by the 
association. R. C. Fulbright was in charge of the presentation 
of that testimony. ‘ 

A statement of the position of the association read into the 
record by Mr. Fulbright said: 

The service performed by these railroads is a fundamental ne- 
cessity to the welfare of our entire nation. Not only is it essential 
to the prosecution of industrial and agricultural pursuits, but today 
it is essential to the maintenance of health, comfort and life itself. 

For the last three years, according to the statement, the 
transportation bill amounted to an average per capita expendi- 
ture of fifty-five dollars a year. Despite the paramount interest 
of the public in a controversy such as was involved, the public 
had never before had an opportunity to be heard, it was pointed 
out. Without consulting the public, which pays the bill, the 
railroads had agreed to increases in wages which would have 
brought the earnings of the employes above the peak wages of 
1920, it was said. Reference was made to the fact that only 
a little over a year ago a board of arbitration had refused in- 
creases to the employes now seeking them and the board was 
called on to “ascertain what changes have taken place since 
that time which would warrant these men and these managers 
in getting together and agreeing among themselves, without 
consulting the public, to increase that level 6.5 per cent and 
make a further proposal under which it might be still further 
increased.” 

With reference to the recent application filed with the Com- 
mission “for authority to increase their rates because of in- 
creases of wages of their employes,” the statement said: “We 
shall demand that they prove before the Commission that their 
properties are being efficiently and economically managed.” 

In a statement presented by J. P. Haynes, vice-president 
of the Chicago Association of Commerce, the legislation pro- 
viding machinery for arbitration of wage disputes, the history 
of recent disputes and the public’s interest were reviewed. He 
said it was the position of his organization that the fact that 
awards had been made to one class of employes was not a proper 
basis for making a similar award to another class, and that 
“every arbitration board should take into consideration the effi- 
ciency of this service and the rules and the conditions under 
which the service is performed as factors to determine what 
is the proper measure of compensation to be fixed for the serv- 

q It has been a matter of great disappointment to 
the public interests that the employes have refused to submit 
to arbitration any of the working rules which affect their em- 
ployment.” ‘ 

It was expected that the testimony would be concluded at 
the end of this week or the first part of next. Counsel for 
the employes and the carriers will each be allowed an hour 
and a half for oral summary and argument following that. 

Under the law, the report of the commission must be in 
the hands of the President by October 29. 


PIPE LINE STATISTICS 


Thirty-three pipe line companies had net income of $93,238,- 
736 for the calendar year 1927, according to selected financial 
and operating data for that year compiled from company reports 
by the bureau of statistics of the Commission. Other statistics 
for the companies as a whole follow: 


Miles of line operated, 76,070.39; investment in pipe lines, $609,- 
438,885; other investments, $105,927,029; cash, $8,300,859; material and 
supplies, $14,400,937; total current assets, $125,076,560; capital stock, 
$340,157,478; unmatured funded debt, $47,750,000; total current lia- 
bilities, $27,391,790; accrued depreciation, $243,119,983; total corporate 
surplus, $149,867,259; pipe line operating revenues, $195,561,065; pipe 
line operating expenses, $90,287,172; tax accruals, $12,555,153; pipe line 
yet income, $92,718,740; dividends, $74,131,422; oil transported 
( errele) oT 427,028; number of employes, 28,411; employe compen- 


‘sation, ,187, 487. 














894 THE TRAFFIC WORLD 





STEEL CONTAINER L. C. L. SERVICE 


The Pennsylvania Railroad announces a new form of service 
for less-than-carload freight, based on the use of portable steel 
containers so constructed that they may be carried either on 
specially equipped railroad cars or on motor trucks. Its pur- 
pose is to make available the advantages of full coordnation 
between motor truck and rail facilities, and to meet the needs 
of shippers and consignees who desire to be relieved of handling 
their shipments between railroad terminals and their places of 
business. 

The new service is at present available from New York 
to Baltimore and Pittsburgh; from Baltimore to New York, 
Pittsburgh, Buffalo and Cleveland; from Pittsburgh to New 
York, Baltimore, Buffalo and Cleveland; from Buffalo to Pitts- 
burgh and Baltimore; from Cleveland to Pittsburgh and Balti- 
more. It will be placed in operation between New York and 
Philadelphia, in both directions, within the next few weeks, and 
will be further extended in the future as the public becomes 
familiarized with its advantages and the growth of traffic re- 
quires, it is stated. 

In this form of coordinated service the motor trucks do their 
work entirely within the terminal zone. Their function is to 
act as collectors and distributors of freight between the railroad 
stations and the business places of patrons. The rail lines are 
used for the long inter-city hauls, which the railroads are able 
to perform with greater efficiency, dependability and economy 
than trucks operating on the highways. 

The containers constructed for this service are of pressed 
steel and of uniform size. Each has a carrying capacity of 
10,000 pounds and cubic capacity of 440 cubic feet. The floor 
space measures 6 feet 11 inches by 8 feet 11 inches, and the doors 
5 feet 9 inches by 3 feet 6 inches, thus permitting the handling 
of individual articles of considerable size. 

Arrangements have been made by which patrons utilizing 
the new service may, if they desire, avail themselves of the 
facilities of the Universal Carloading and Distributing Company, 
which operates in all the cities covered. This organization will 
collect shipments at the various points of origin by making day 
to day calls with containers carried on motor trucks. When 
the containers are loaded, they will be placed by cranes on flat 
cars awaiting them at designated stations, and will then be 
moved though to destination on scheduled trains with other 
freight. 

On the termination of a run the Universal Carloading and 
Distibuting Company will, for consignees who desire, take pos- 
session of and deliver the freight to the consignee’s door. 
These supplementary services, however, are entirely optional 
with shippers and consignees, who are free to make their own 
trucking arrangements whenever that is preferable. 

The rates between rail terminals for the container car serv- 
ice are on a scale somewhat lower than those applying to less- 
than-carload shipments transported in the ordinary method. 
This is by reason of the fact that the railroad company is freed 
from duties and responsibilities of loading and unloading, and 
that heavier and, therefore, more economically transported lad- 
ings per car are anticipated. 

The portable container principle is not new in itself. It 
was used experimentally by the Pennsylvania as long ago as 
1869. Its adoption as a practicable form of service, suitable to 
be offered to the general public, is now made possible with the 
advent of highly perfected motor vehicles and the development 
of railroad train operations to their present scale of efficiency 
and dependability. 


FREE TRANSPORTATION 


Editor The Traffic World: 

In your issue of September 1, you commented editorially on 
the lack of real arguments presented in defense of the pass 
privilege. As no one else seems to care to put forth one view 
of it which seems to me to outweigh all others, I wish to pre- 
sent it to you. 


In the first place, anyone will admit that passes do cost the 
railway companies a lot of money; that is, anyone who knows 
the extent of use to which they are put and the abuses which 
come with them. The one side of it which has not been dis- 
cussed is, do the railroads get a fair return for the money they 
expend? 

I believe they do get amply repaid for passes given to bona- 
fide employes of the rank and file—men who do not come under 
the head of officials. To deprive these men of the pass privilege 
would do them an injustice and it would react to the disadvan- 
tage of the railroad as well, both tangibly and intangibly. 

The railroad men working on a daly wage do not get a vaca- 
tion with pay. When they lay off their money ceases to come 
in, and many of them who want a vacation with their families 
once a year depend on the fact that they can travel on a pass to 
take that time off. While this is not as true today with auto- 
mobiles so prevalent, it still has a great deal to do with many 
of the vacations planned by railroad workers. 
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But there is another consideration that is greater than the 
above and that affects the railway corporation as Well. That 4 
the moral influence. At best one can say only that many rail. 
road men work for a railroad only because that is the only y,, 
they can earn a living. I have worked for railroads for ten year 
myself and have felt great loyalty for “my” road, but that feeling 
was entirely nullified by the dickerings and unfairness of the 
so-called “working agreements” and the actions of Officials 4 
direct contact with the men. I believe that 90 per cent of th, 
men working on railroads are dissatisfied with their pay. They 
feel that the pass is something well worth having, and to take j, 
from them would mean the raising of such a feeling of antag, 
nism among these men that this “guaranteed” 5% per cen 
returns on the investment would be an assured loss of the gam, 
percentage. 

There are several other reasons which can be advanced fo, 
the retention of passes for purposes of practicability, but it ap- 
pears to me that none of them contain the food for thought tha 
is suggested above. If, in your opinion, the loyalty and spirit 9 
the railway men would not be affected by depriving them of 
passes, I do not care to mention the other reasons I have jy 
mind, as they are very closely related to the one I have outlineg, 

I must admit in all fairness that I believe as you do tha 
passes must inevitably be abolished. But I believe that this cap 
only be done by substituting other advantages for railroad work. 
ers which will actually cost more to the companies than do all 
these free rides. 

In order to do away with free transportation it will be neces. 
sary to take it from these men first, and to do that one must 
first find a substitute for the present method of wage arbitration 
whereby these other privileges may be given the men and a leg 
constrained loyalty be developed. 


Green Bay, Wis., Oct. 12, 1928. J. L. Fournier. 


N. A. R. U. C. CONVENTION 


The call for the fortieth annual convention of the National 
Association of Railroad and Utilities Commissioners, to be held 
at New Orleans, La., November 13-16, in the Roosevelt Hotel, 
has been issued by Henry G. Wells, president; Lewis E. Gettle, 
first vice-president and chairman of the executive committee, 
and James B. Walker, secretary. 

Commissioner Aitchison will address the convention. Chair. 
man Campbell was invited to deliver an address, but he was 
unable to accept and induced Mr. Aitchison to appear in his 
stead, according to the announcement. Other speakers. will be 
Milton W. Harrison, president of the National Association of 
Owners of Railroad and Public Utility Securities; William A. 
Prendergast, chairman of the Public Service Commission of New 
York State, and Henry M. Brundage, vice-president of the Con- 
solidated Gas Co. In part the call says: 


This convention will be the fortieth in the series of annual con- 
ventions since the establishment of this association in 1889. National 
and state governments in that time have brought the science of 
regulation to a point where it has become one of the principal func- 
tions of government.. In the years that have elapsed there is prob- 
ably no other department of governmental activity which has shown 
such a tremendous advance. Policies which were then nebulous, 
methods which were then experimental and administrative powers 
which were then only dreamed of, today have become crystallized into 
a code of regulation which has harnessed the corporations perform- 
ing a public service and made them amenable to the will of the 
people as expressed by the Congress and the legislatures of the 
several states. 

This anniversary and the record of regulation emphasize the im- 
portance of the meeting to be held this year. The history of regula- 
tion, if nothing else, should produce a record-breaking attendance. 
There are now regulating commissions in forty-seven of the forty- 
eight states of the union—Delaware being the only state without one. 
In addition, there are commissions in the District of Columbia, Hawaii, 
Porto Rico and Alaska. Heretofore, the largest number of states rep- 
resented at any of our annual conventions has been thirty-eight. 
Let us this year break the record and have an attendance from all 
of the states and our other possessions maintaining regulating com- 
missions, 

Motor Vehicle Transportation and Legislation—This subject looms 
large in the field of public discussion and in the activities of many of 
the state commissions. The national government is also interested by 
reason of the interstate character of many motor vehicle carriers. 
The association has approved in principle the regulation of such car- 
riers by the state commissions, acting as agents of the federal gov- 
ernment, and for three years has sought the passage by Congress 
of a bill establishing such regulation. The whole subject will be 
well covered by reports from the committees on motor vehicle trans- 
portation and on motor vehicle legislation. Hon. Amos A. Betts, of 
Arizona, is chairman of the former and Hon. John E. Benton, of 
Washington, our general solicitor, chairman of the latter. Both com- 
mittees will have very interesting reports. Following their presenta- 
tion, Hon. Ivan Bowen, of Minnesota, a former member of the Rail- 
road and Warehouse Commission of that state, and Hon. H. LaRue 
Brown, general counsel for the Automobile Chamber of Commerce, 
will address the convention. This feature has been tentatively sched- 
uled for a round table conference on Wednesday evening, November 
14, the second day of the convention. 


THOM CALLS ON COOLIDGE 
Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, called on President Coolidge October 18. On 
leaving the White House Mr. Thom did not discuss his visit 
with the President. It was said that the call had to do with a 
personal matter. 
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“THE THOROUGHBRED” is one of the great fleet of 
61 named Pennsylvania freight trains ‘that have set remark- 





"The THOROUGHBRED” 


Modern comforts for 
7 four-footed travelers 





able records for regularity and dependability of on time arrival. 


HE Colorado sheep-herder who 

shot his beloved mongrel pup for 
fraternizing with a Pekinese did not 
share the respect that most of us 
have for the thoroughbred. 


Everybody respects the thorough- 
bred pig that goes to market, and 
nobody is going to begrudge him 
something extra special in traveling 
facilities. Pigs and other four-footed 
folk of the field find them on “The 
Thoroughbred’’—the Pennsylvania’s 
big live stock carrier that runs from 
Indianapolis to Eastern destinations 
via connecting trains at Columbus. 


Food, Drink and a Siesta 
—for pigs 
Early every evening at a regular hour 
“The Thoroughbred” leaves Indian- 
apolis with its four-footed cargo 
snugly settled in the latest type of 


cars—built to give plenty of fresh air. 

In the lap of luxury, so to speak, 
“The Thoroughbred’s” guests ride 
to Pittsburgh Union Stock Yards, 
where the “chefs” know a thing or 
two about appetizing food for hogs 
and steers—they are unloaded, fed, 
watered and rested. All told it’s a 
five hour stopover—and then they 
roll out on the last lap of the journey 
to Eastern Markets. 

In addition to expert care of ani- 
mals in transit the shippers of “The 
Thoroughbred’s” passengers are in- 
terested in their punctual arrival at 
their destination but they all lose no 
sleep over that problem. They know 
that the same efficient organization 
which placed practically all Pennsyl- 
vania freight trains on regular sched- 
ule is making every day new records 
of consistently punctual arrival. | 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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: Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate erce law, is a member of our legal department, 
will give his opinion im answer to an: ae question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions wary hes practical traffic 

roblems. We do not desire to the place of the traffic man but to 
Ip him in his wosk. 

The right is reserved to refuse to answer in this department any 

question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 5 
Address Questions and Answers Sagertment, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Liability of Switching Line for Loss of or Injury to Goods 

Louisiana.—Question: We are importers and frequently 
place instructions with railroad service dock where goods are 
discharged to load shipments into cars and switch to our private 
switch track for delivery. In such cases the carrier issues the 
usual track receipt. 

Please advise if carrier is liable in case of loss or damage 
occurring after shipments have been delivered to the railroad 
by the steamship company. 

Answer: When goods are delivered to and received by com- 
mon carriers for transportation it assumes the liabilities of a 
common carrier during the time goods are in its possession, as 
such, and is liable for any loss of, injury, or delay thereto not 
resulting from one of the exceptions to its common carrier 
liability, such as an act of God, the public enemy, the fault of 
the shipper or the inherent nature of the goods. 

The fact that a bill of lading is not issued does not affect 
the liability of the carrier. The acceptance of the goods for 
transportation with complete shipping instructions imposes upon 
it liability as a common carrier, the issuance of a formal bill of 
lading being unnecessary to impose upon it a common carrier 
liability with respect to the goods. See, in this connection, Bach- 
elder and Snyder Co. vs. Union Freight R. Co., 156 N. E. 698. 


Reconsignments—Rules in Effect Date of Movement from 
Original Point of Shipment Govern 

Texas.—Question: Effective October 15 in supplement 4 
to Santa Fe circular 2140-Z, I. C. Cz 10551, the number of re- 
consignments on officially inspected grain is restricted to two. 
Prior to this date the number thereof was not restricted. 

Kindly advise which reconsigning rules are applicable in 
the following cases: 

First—A shipment originating October 10 (no tonnage ap- 
plied at point of origin) and diverted en route October 16. 

Second—A shipment originating at a transit point October 
16 and tonnage applied, the tonnage originating September 1, and 
car diverted en route or at first destination, October 18. 

Third—A car of corn originates at Lincoln, Neb., after October 
15, is diverted twice in transit and is unloaded at Gainesville, 
Tex. Corn is stored six months at Gainesville and reloaded 
(transit basis, tonnage applied) and reshipped to Fort Worth. 
Is car entitled to two diversions under official inspection after 
leaving Gainesville or do we take into consideration the two 
diversions granted on the movement into Gainesville? 

Answer: In our opinion the reconsigning rules in effect 
prior to October 15 are the rules to be applied in the first and 
second instances outlined by you. See Carolina Portland Cement 
Co. vs. Director-General, 83 I. C. C. 388, in which case the Com- 
mission, on pages 391 and 392, said: 


Defendants contend that the service of reconsignment and the 
charge therefor are independent of the line-haul service and rate 
and should, as is demurrage, be controlled by the tariffs in effect 
contemporaneously with the performance of the service. Demurrage 
is in part a penalty for the detention of carriers’ equipment and to 
be effective as such must be controlled by the tariffs in effect con- 
temporaneously with the detention. Reconsignment, on the other 
hand, is a special service and in some respects is not unlike a transit 
arrangement, which we have repeatedly found to be determined as 
of the date of origin of the shipment. 

Defendants further contend that as these shipments moved on 
combinations of rates to and from Memphis, there being no joint 
rates in effect, the reconsignment at Memphis made no change in 
the measure of the line-haul rates, the rates being the same as those 
applicable to local shipments into and out of Memphis. But this 
contention overlooks the fact that the reconsignment of the ship- 
ments that reached Memphis after August 26, 1920, did operate to 
affect the measure of the line-haul rates. As reconsigned, the ship- 
ments became through shipments from the original shipping points 
to final destinations, and the applicable rates those in effect for the 
through movements as of the dates of shipment from point of origin, 
whether joint or combination rates. 

In Interstate Remedy Co. vs. American Express Co., 16 I. C. C., 
436, 438-439, we said: 

“The shipper must know at the time of tender of shipment from 
the fariffs themselves what rate he must pay and what rights there- 
under he may secure. If there is offered to him under the tariff a 
right of stopping in transit, reconsignment, storage, or return of 
freight, he is entitled to the use of such privilege, even though it 
may later be canceled out of the tariff before the time allowed for 
the exercise of such right has expired. The date of original ship- 
ment determines the rights, privileges, and obligations attaching to 
that shipment throughout its transportation; and this must be de- 
termined by the tariff in force upon that date.’’ 


THE TRAFFIC WORLD 


Vol. XLII, No. 1f 


We have ruled informally that a reconsigning privilege can not 
be applied retroactively. Conf. Rulings 6 and 166. 

e find that reconsignment and the charges therefor are to 
determined by the tariffs in effect on the date of original shipment, 
We further find that the reconsignment charges assessed on th, 
shipment from Vancouver to Birmingham were inapplicable and ¢ 
those assessed on the other shipments were illegal to the extent that 
they exceeded $5 per car; that complainant made the shipments ag 
described and paid and bore the charges thereon; that it has been 
damaged and is entitled to reparation in the following sums, wit, 
interest: $7 from James C, Davis, Director Genera] of Railroads, ag 
agent; $4 from the Illinois Central; $2.50 from the St. Louis-Sap 
Francisco; $38.74 from the Northern Pacific, the Chicago, Rock Islang 
& Pacific, the Chicago, Peoria & St. Louis, the St. Louis-San Frap. 
cisco, and the Illinois Central; and $13.61 from the Chicago, Milwaukee 
& St. Paul and Illinois Central. 

An appropriate order will be entered. 


As to the third instance, it is our opinion that, under the 
rules effective October 15, the shipment in question is entitleq 
to only two diversions or reconsignments, it being necessary to 
consider the shipment as a through shipment from Lincolp, 
Neb., to final destination. See Kansas Board of Trade vs. A. 7, 
& S. F. Ry., 69 I. C. C. 185, on page 189 of which the Commission 
said: 


Storage in transit and other transit arrangements rest upon the 
fiction that the incoming and outgoing transportation services, while 
distinct, are applied to a continuous shipment from point of origin 
to point of destination. Central R. R. Co. of N. J. vs. United States, 
257 U. S. 247, decided December 5, 1921. We said in In Re Milling-in- 
Transit Rates, 17 I. C. C., 113: “Why should there be a milling-in- 
transit point if there is not through transportation? And if there is 
through transportation, the through rate from point of origin must 
apply. ‘Transit’ implies a through movement.”’ 


Demurrage 
Texas.—Question: I believe it has been held where demur-. 
rage rules are changed that the date the demurrage transaction 
occurs at destination governs without regard to date shipment 
originated. 
Answer: In the Commission’s conference ruling of October 
7, 1919, which relates to this question, the Commission said: 


Demurrage and Storage Rules—Upon inquiry and to remove the 
confusion that exists among carriers and shippers, held, that off- 
track storage not in transit, track storage, and demurrage are con- 
trolled by the tariffs in effect contemporaneously with the accrual 
of these services, and therefore are subject to such changes as 
lawfully may be made in the applicable tariffs during the period of 
accrual; that off-track storage in transit is controlled by the_tariffs 
in effect upon the date of shipment. Rescinding Conference Rulings 
405 and 473.) : 
Reconsignment—Right of Consignee to Divert or Stop Shipment 

in Transit 

Texas.—Question: We sell our commodity in carloads f. o. b. 
destination. It is our understanding these shipments belong to 
us until they are delivered to the consignee at the billed des- 
tination and, therefore, no one has the right to divert or Te- 
consign these shipments before delivery at the billed destination 
except ourselves. : ; 

Will you please advise whether or not our understanding is 
correct and cite us to any rulings of the Interstate Commerce 
Commission or court decisions bearing on this question, greatly 
obliging. 

Answer: The true owner of the goods transported by a com- 
mon carrier has the right to have his consignment while in 
transit diverted at any intermediate point through which it 
passes, and the fact that at the time he gives directions for a 
change in the route the goods have passed into the possession 
of a connecting carrier does not affect the operation of the rule. 
However, such right of diversion cannot add to the burden of 
the carrier or require it to do more than comply with a proper 
and legal demand therefor. In the absence of anything to show 
the contrary, the consignee is presumed to be the owner of the 
goods shipped, and the carrier before complying with a demand 
for a diversion of the shipment by one not the consignee is 
entitled to be furnished with evidence of the ownership of the 
person making the request and, in case he fails or refuses to 
furnish it he cannot complain thereafter of a refusal to divert 
the shipment. If the carrier complies with the owner’s request 
to divert the shipment, it is, of course, not open to him there- 
after to object to the failure to deliver according to the original 
contract. See the following cases: The Martha, 35 Fed. 313; 
Michigan Southern, etc., R. Co. vs. Day, 20 Ill. 375, 71 Am. Dec. 
278; Atchison, etc., R. Co. vs. Schriver (Kan.), 84 Pac. 119; 
Ryan vs. Great Northern R. Co. (Minn.), 95 N. W. 758; Lord, 
etc., Co. vs. Texas, etc., R. Co. (Mo.), 184 S. W. 111; Wente vs. 
Chicago, etc., R. Co. (Neb.), 115 N. W. 859; Ft. Worth, etc., R. 
Co. vs. Caruthers (Tex.), 157 S. W. 238; Sharp vs. Clark (Utah), 
45 Pac. 566. 

See also, with respect to this question, Southern Express 
Co. vs. Fant Fish Co., 78 S. E. 197; F. H. Smith Co. vs. L. & N.., 
137 S. W. 890; Carder vs. A. T. & S. F., 153 S. W. 517; Wichita 
Poultry Co. vs. So. Pac., 198 S. W. 82; S. W. R. Co. vs. Suther- 
land, 197 S. W. 863; A. E. Myers & Co. vs. Norfolk Southern, 
88 S. E. 149; Oppenheimer vs. Wells Fargo & Co., 106 N. Y. S. 
547; Tiller & Co. vs. American Ry. Express Co., 78 Pa. Sup. Ct. 
300; Amber vs. Payne, 239 S. W. 588; Morgan vs. C. & N.’ W., 
166 N. W. 777; Allen vs. Central R. Co., 9 Atl. 895; Jones vs. 
Earl, 99 Am. Dec. 338; Phillips-Patterson Co. vs. N. W. R. R. 
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Co. of South Carolina, 93 S. E. 868; Faust vs. Southern Ry. Co., 
54 8. E. 363; G. C. & S. F. R. Co. vs. Rotter Brothers, 104 S. W. 
402. 

The three cases last referred to above support the rule that 
the carrier must, upon instructions from the vendor, withhold 
delivery of the goods from the vendee irrespective of the right 
which may exist on the part of the vendor under the doctrine 
of stoppage in transit, to prevent the delivery of the goods to 
the consignee or vendee, even though such goods are moving on 
a straight bill of lading. 

The right of stoppage in transitu arises only in case of the 
insolvency of the consignee, but as to whether a carrier must 
stop a shipment in transit upon the consignor’s instructions, 
regardless of whether facts warranting the consignor’s stopping 
the shipment in transit under the right of stoppage in transitu 
exists, is a question upon which there is a conflict of decisions, 
although the weight of authority seems to be that the carrier 
is not warranted in complying with the consignor’s instructions 
except upon proof of the consignor’s right to divert the shipment 
based upon his ownership thereof. 

See Texas Midland vs. Cummer Mfg. Co., 207 S. W. 617, 
in which it was held that instructions for change in destination 
of freight must emanate from the party who is the real owner 
or one who has authority to divert, otherwise the carrier alters 
the destination at its peril. See also Flick & Hillman vs. Wa- 
bash Ry. Co., 193 N. Y. S. 131, in which it was held that the 
carrier was liable to the consignee for diverting a shipment on 
a straight bill of lading at the request of the consignor when 
the bill of lading was held by the consignee. 

See also Collins vs. S. A. L., 120 S. E. 824, and Patterson 
vs. American Ry. Express Co., 123 S. E. 844, in which cases it 
was held that the carrier was justified in complying with the 
consignor’s instructions to divert or reconsign where the cir- 
cumstances show that title was vested in the consignor. 

Of course, if a shipment is moving on order notify bill of 
lading the right to divert or reconsign a shipment is in the 
consignor only, unless bill of lading has been negotiated on 
the notify part by the consignor at the time reconsigning in- 
structions are given to and accepted by the carrier. Under such 
conditions the party to whom the bill of lading has been nego- 
tiated is the party who is entitled to divert or reconsign the 
shipment. See Davidson Development Co. vs. Southern Railway 
Co., 61 S. E. 381, in which case it was held that “though a 
consignor of goods shipped to his own order may divert them 
from their original destination, and generally this is not changed 
because they are shipped with directions to notify the proposed 
vendee, as between the parties that right does not exist when 
the carrier has given a bill of lading for the goods, and it has 
been indorsed and forwarded with draft attached to the proposed 
vendee, and he has paid it and taken over the bill of lading, 
without notice, and before the goods would have reached their 
original destination in the ordinary course of shipment, and in 
the latter circumstances the proposed vendee may recover 
against the carrier or shipper the damages suffered through a 
delay caused by diverting the shipment and replacing it. 


Routing and Misrouting—Liability of Carrier for Diversion Con- 
trary to Routing Instructions in Bill of Lading 


Missouri.—Question: I have noted with interest your an- 
swer to “Maryland,” page 716, September 29 issue of The Traffic 
World, especially so, since your opinion by quoting paragraph 
9, section 15, of the interstate commerce act, is entirely opposite 
to the practice followed by the carriers whose position is that 
the term “delivery” in the bill of lading does not require the 
line designated as “delivery” receiving road haul on the ship- 
ment; in other words, if the delivering line is to have the road 
haul the shipment should be routed “in care of’—using the case 
in point. Shipment destined to “X” should have been routed 
via “A” line, care of “B” line, instead of for “B” line delivery. 

Our position is supported by the Commission’s decision in 
the complaint of Ramsey & Wheeler Company vs. Seaboard Air 
Line Railway, I. C. C. Docket 5693, Unreported Opinion A-541. 
In this decision the Commission held that since the bill of lading 
only specified Southern Railway delivery there were no instruc- 
tions in the bill of lading requiring that the Southern Railway 
should have a line haul; in other words, it is the opinion of 
the Commission where a certain delivery is shown in the bill 
of lading it is merely the intention that the shipment should 
proceed to the destination named by the cheapest reasonable 
route, providing the delivery specified is made, and if such de- 
livery can be made in switch movement at destination, then the 
line designated for delivery receives a switching charge and 
does not participate in the division of the road haul revenue. 

It frequently occurs that shippers want a certain line to 
have a haul on the car and designate that line for delivery; in 
view of carriers understanding your answer may mislead others. 

Answer: Regardless of the question as to whether the de- 
livering line should receive a road haul or only a switching 
haul under routing instructions which provide for “délivery” by 
the terminal line, it is our opinion that the provisions of para- 
graph 9, of section 15, of the interstate commerce act, are ap- 
plicable whether the delivering carrier’s proportion is a line 
haul division or a switching charge, there being no limitation 
therein to line haul movements by the delivering carrier. 
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In other words, if the routing instructions entitle the ; 
livering carrier: to a line haul, paragraph 9, of section 15 , 
the act, gives the delivering carrier a right of action Againg 
a carrier which diverts the shipment contrary to the roy 
instructions in the bill of lading, except under the conditioy 
specified therein, and this is likewise true as to shipments 
routed as to entitle the delivering carrier to a switch movemey 
only. 

Tariff Interpretation—Application of Rule 24 of the Classificatiy, 

Ohio.—Question: Please advise whether the fact that boy 
cars of a series were loaded to their physical capacity woy 
prevent the application of the carload rate at the classificatiy 
minimum on one car and actual weight on the other car 
taining the excess, under rule 24, Consolidated Freight Claggiq 
cation No. 5. 

Answer: There is nothing in the provisions of rule 24 4 
prevent its application to a shipment loaded in two cars to th 
physical capacity of both cars. 

Damages—Deduction for Tolerance 

Washington.—Question: We will be pleased to have yu 
quote any court decisions, particularly United States Suprem 
Court, on the question of settlement of claims on coal shipped iy 
open cars on which the transportation lines are demanding , 
deduction of 1 per cent to cover shrinkage, where the cars ar 
not track scaled, but are weighed over wagon scales at de. 
tination at a non-agency station. 

It is our opinion that the United States Supreme Court ha 
found that the transportation lines are not justified in demani. 
ing a deduction for shrinkage. 

Answer: A tolerance allowance is based upon the fact thaj 
no two scales weigh exactly alike, while a shrinkage allowance 
is based upon the assumption that certain freight, particularly 
that containing moisture, will shrink in weight during its trans 
portation from origin to destination. 

In making settlement of a claim for loss a carrier may, We 
believe, properly deduct this weight allowance, for the reason 
that, if the assumptions referred to above are proper, a carrier 
should not be required to pay for the loss of freight which ex. 
perience, in the case of tolerance, shows may not have been 
lost through its negligence, in that it may not have been received 
for transportation, while in the case of shrinkage the amount 
represented by shrinkage allowance may have been lost through 
natural causes and not through the negligence of the carrier. 

In A. B. Crouch Grain Co. vs. A. T. & S. F. Ry., 41 I. C. C. 
717, the Commission found that a rule proivding for the de. 
duction in the adjustment of claims for loss of grain in transit 
of certain percentages of loading weight, namely, one-eighth of 
one per cent on wheat and one-quarter of one per cent on corn, 
as representing natural shrinkage, was not illegal or unreason- 
able. In conclusion, the Commission said: 


While the carriers’ liability for losses must be determined, not by 
the Commission, but by the courts, yet to insure uniformity and to 
avoid unjust discrimination, rules or practices of the kind here under 
discussion should be shown in the tariffs lawfully filed by carriers 
engaged in interstate transportation. 


Where the tariffs, lawfully on file with the Interstate Com- 
merce Commission provide for a tolerance allowance, we are of 
the opinion that this allowance must be taken into consideration 
in the settlement of claims for loss in transit. 

Ordinarily the measure of damages for loss of goods in 
transit is the value of the goods at destination, from which 
amount freight charges are to be deducted. This for the reason, 
it is presumed, that the transportation of the goods from point 
of origin to point of destination results in the enhancement of 
the value of the goods. However, it has been held that in an 
action for shortage in a shipment of coal, the shipper was prop- 
erly permitted to base the measure of damages on the value of 
the coal at the point of shipment rather than point of destina- 
tion, especially where the shipper stated that the value at point 
of destination was the same as at point of shipment plus trans- 
portation charges. See Smith vs. L. & N. R. Co., 209 N. W. 465. 
Routing and Misrouting—Initial Carrier Not Required to Use 

Third and Intervening Carrier Where Its Line in Connection 

With Carrier Specified by Shipper Forms Complete Route 

Ohio.—Question: On Feb. 27, 1928, we shipped 26 barrels of 
paint in oil in bulk, weighing 14,771 pounds, to Cape Girardeau, 
Mo., via C. C. C. & St. L. R. BR. and St. L. S. F. R. R., from 
Cleveland, Ohio. 

The freight rate from Cleveland to Cape Girardeau, Mo., via 
St. Louis is 95 cents, while via Thebes, IIl., it is 84 cents. 

Cape Girardeau is an exclusive point on the St. L.-S. F. R. 
R., and our bill of lading shows no junction point, and C. C. C. & 
St. L. R. R. now claim that on account of bill of lading showing 
St. L.-S. F. R. R. this constitutes a through route, also that the 
St. L.-S. F. R. R. is not a party to the tariff publishing the rate 
to Thebes, so this combination is not applicable, and now refuse 
to allow our claim for the overcharge, or difference between the 
above rates. 

According to Interstate Commerce Commission rules the 
lowest combination is the lawful rate. 

In Traffic World, Vol. XLII, No. 10, page 558, eighth para- 
graph, in reply to another, you say that in Unreported Opin- 
ion A-321 the Commission said: “In its instructions to the initial 
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carrier, the complainant specified the lines over which the ship- 
ment should move, but did not specify the junction point. It 
was therefore entitled to have the shipment move by the route 
that gave the lowest rate available via defendant’s lines.” 

Will you kindly advise your opinion as to which of the 
above is the legal rate on this shipment? 

Answer: If the consignor specified the routing he desired 
his shipment to take by naming a carrier, which, in connection 
with the original line, forms a through route from point of origin 
to destination, the initial carrier cannot be charged with having 
misrouted the shipment if it bills it over that route instead of 
selecting a cheaper route in which these carriers participated, 
but with a third carrier intervening.—Stebbins vs. D. LL. & W. 
R. R., 42 I. C. C. 150; California Packing Co. vs. Director Gen- 
eral, 96 I. C. C. 240. 

Routing and Misrouting 


New York.—Question: Will you please give your opinion 
of the following question, also reference to any specific case of 
a similar nature you may locate where the Commission has 
ruled. 

We recently tendered the X R. R. Co. at Schenectady, N. Y., 
a car of electric transformers consigned to Pittsfield, Mass., and 
did not show any routing on bill of lading. The agent billed 
the same at fifth class rate of 22% cents, routing via X. R. R.- 
Albany-Y. R. R. In auditing freight bill, we checked a com- 
modity rate of 15% cents, routing via Z. R. R.-Y. R. R., and filed 
overcharge claim with the X. R. R. Company on basis that ship- 
ment should have been turned over to the Z. R. R. at Schenec- 
tady in switch movement, in which even the Z. R. R. would ab- 
sorb switching charges, and bill at the commodity rate of 15% 
cents. The X. R. R. Company has declined to pay claim, stating 
shipment was tendered on a straight bill of lading, and they 
were justified in forwarding via their line, notwithstanding that 
there was a lower rate in effect via Z. R. R. 

Answer: Where the initial carrier is to receive only a 
tant movement and not a line haul, a switching ticket must 

e used. 

In Terhune Lumber Company vs. Southern Railway Co. in 
Mississippi, 42 I. C. C. 317, the Commission held that wnere the 
initial carrier is to receive a switching movement, and is to de- 
liver the shipment to another carrier at point of origin, a 
switching ticket should be used, the initial carrier being under 
no obligation to turn the carrier over to its competitor at point 
of origin. The findings of the Commission in the above case are 
applicable to the instant case. 


Tariff Interpretation 

Texas.—Question: Will you please give me the benefit of 
your opinion and reference to any Interstate Commerce Commis- 
sion authority on the following: 

A carload shipment of ferro silicon originated at Niagara 
Falls, N. Y., July 1, 1927, with the Erie R. R., destined Houston, 
Texas, and routed Michigan Central-Illinois Central-St. Louis 
and M. K. T. lines to destination. 

We collected on basis of 90 cents per cwt. as per Item 1312, 
S. W. L. 2L, I. C. C. 1906, which is a through rate from point of 
origin to destination. 

You will note Item 84 of the above tariff authorizes the 
Deming, New Mexico, rate as carried in Transcontinental 
Freight Bureau Tariff 1B as the maximum rate; note the way 
Item 84 reads, “Effective from points of origin,’ etc. 

By. referring to Item 3595 of Transcontinental Freight 
Bureau Tariff 1B, you will note there are no joint through rates 
shown from Niagara Falls, N. Y., to Deming, New Mexico. 

Are we, in this instance, authorized to protect Chicago com- 
bination made $5.50 per ton to Chicago, as carried in Erie I. C. 
C. A6488, and $12.50 per ton Chicago to Houston, as carried in 
Item 3595, Transcontinental Freight Bureau Tariff 1B, which is 
the rate from Chicago to Deming, New Mexico, which would 
make as through rate $18 per G. T. 

Under the wording of Item 84 of S. W. L. 2L, I am of the 
—_ the through rate of 90 cents per cwt. should be pro- 
ected. 

Answer: With respect to this question, see the Commis- 
sion’s opinion in Lammert Furniture Co. vs. Southern Railway 
Co., 126 I. C. C. 197, in which case the Commission said: 


_. Complainant contends that the restriction in Agent Jones’ I. C. C. 

1592 is effective only in connection with the rates actually contained 
in that tariff, and does not affect the application of Louisville rates 
from Jasper where the tariff is used erely as a. basing book in 
which a list of points of origin or destination may be found. 

Where a tariff refers to another tariff for rules or application, 
the tariff referred to in effect becomes a part of the tariff making 
such references, and any restrictions, which are a part of the tariff 
referred to, are thereby included in the tariff making the references, 
unless the latter tariff clearly and specifically provides otherwise. 
Agent Jones’ tariff I. C. C. No. 1592 provides that Jasper takes Louis- 
ville rates only with respect to shipments destined to Cairo, Gale, and 
Thebes, Ill., and points taking same rates. Its application is not 


Ph art by the reference thereto in the exceptions to the classi- 
cation. 


The findings in the above referred to case appear to be 
applicable to the instant case. 


THE TRAFFIC WORLD 





Vol. XLII, No. If 


Tariff Interpretation—Application of Rate to Local and Through 
Traffic 

Virginia—Question: We will appreciate your views on th. 
following: 

Carrier published a tariff showing rate from A and B to ¢ 
all three points intrastate. It will be noted here that there j 
no way to reach C from A or B via interstate route. The titi 
page of the tariff shows the following, “Applicable only on inter. 
state traffic,” then again it shows, “Local freight tariff.” 

The issuing carrier claims the rate is to be used in making 
rates to points beyond the state line. 

Our contention is that the tariff is not applicable in making 
through rates, as it does not show on the title page that the 
rates therein are proportional rates. 

Answer: In our opinion the rates from A and B to C ma; 
be applied on interstate traffic originating or destined beyond 
those points. See the Commission opinion in Indian Refining 
Co. vs. L. & N. R. R. Co., 112 I. C. C. 732, in which case the Con. 
mission on pages 735 and 736 said: 


The primary purpose of a local rate is to apply to local ship. 
ments of the commodity which it covers from and to the points speci- 
fied, although in the absence of joint through rates or of proportiona] 
rates of the same character between the same points, it applies on 
through traffic as well as local traffic. 


Tariff Interpretation 

Missouri.—Question: C. B. & Q. Tariff 1800H, in Section 4, 
publishes rates from points in Colorado to all points shown in 
Column 9 of Western Trunk Line Directory 1A. 

The Missiuri Pacific R. R. is not shown as a party to the 
tariff. However, this directory shows a number of points on the 
Missouri Pacific with the proper groups to be applied under 
Column 9, and it is our understanding that the specific reference 
to this directory in the rate tariff automatically makes the Mis. 
souri Pacific a party to the rate tariff to such stations as are 
named in the directory. 

Will you kindly refer to Rule 15 of Interstate Commerce 
Commission Tariff Circular 18A, and other rulings of the Com. 
miission, and let us have your interpretation of this question? 

Answer: Rule 15 of the Commission’s Tariff Circular No. 
20, authorizing the publication of rate basis books and cross 
references thereto in a rate tariff, provides that: 


All carriers parties to the through transportation must be shown 
as participating carriers both in the rate tariff and in the separate 
publication. 


Under the above provision of Tariff Circular 20, the rates 
published in the rate tariff, to which you refer, will not apply to 
stations on a carrier not shown as a participating carrier therein, 
although such carrier is shown in the Rate Basis Book or Terri- 
torial Directory. 

Tariff Interpretation—Application of Rule 10 of the Classification 

Wisconsin.—Question: Refer to page 558, Traffic World, 
September 8, 1928, your answer to “Texas.” 

To me your answer is confusing. The only legal rate on the 
shipment is 84 cents. Rule 10 does not apply in connection with 
commodity rates in western territory. 

Rule 10 could be used in connection with the class rates if 
a lower charge resulted, provided no specific commodity rate 
was provided in the mixture. In this case a specific rate is 
provided, therefore Rule 10 is entirely inapplicable. 

Answer: Agent Johanson’s Tariff I. C. C. 2007, on page 131, 
provides that if the rates in Rate Sections Nos. 1, 3, 4, 5 and 6 
of this tariff make a lower charge on any shipment than the 
rates in this section (rate section No. 2), the rates in Rate Sec- 
tions Nos. 1, 3, 4, 5 and 6 will be applied. Under this alterna- 
tive application Rule 10 of the classiification may be applied in 
connection with class rates if a lower charge results than from 
the application of the specific mixed carload commodity rate in 
Section 2 of the tariff. 

Rule 10 contains the following provision: 


If a lower charge results under the application of Rule 10 than 
under provision for a specified mixture, Rule 10 will apply. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 13 totaled 36,004 cars, as compared with 32,497 
cars (revised) the preceding week, and 37,596 cars in the cor- 
responding period of 1927, according to reports from carriers 
summarized by the Bureau of Agricultural Economics of the 
Department of Agriculture. Shipments were reported as fol- 
lows: 





Apples, 10,846 cars. imports, 9 cars. asparagus, 5 cars; canata- 
loupes, 46 cars; cabbage, 1,322 cars; carrots, 211 cars; cauliflower, 165 
cars; celery, 578 cars; cucumbers, 14 cars; grapefruit, 399 cars; im- 
ports, 14 cars; grapes, 10,333 cars; green peas, 30 cars; lemons, 144 
cars; lettuce, 799 cars; miscellaneous melons, 102 cars; mixed citrus 
fruit, 82 cars; mixed deciduous fruits, 75 cars; mixed vegetables, 385 
cars; onions, 1,135 cars; oranges, 637 cars; imports, 1 car; peaches, 
190 cars; pears, 727 cars; peppers, 57 cars; plums and prunes, 46 cars; 
spinach, 38 cars; string beans, 87 cars; sweet potatoes, 678 cars; to- 
wrong 558 cars; watermelons, 20 cars; potatoes, 6,295 cars; imports, 

cars. 
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DOINGS OF THE TRAFFIC CLUBS 


The semi-annual meeting of the Associated Traffic Clubs of 
America will be called to order at 10 o’clock a. m., Wednesday, 
October 24, at the Palmer House, Chicago. It is expected that 
this will be one of the largest meetings the association has held. 
Special interest attaches to it because of the return to the asso- 
ciation of the New York Club, which had dropped out for a time. 
There will be addresses of welcome by C. E. Herrick, president 
of the Brennan Packing Company, and S. O. Dunn, editor of 
the Railway Age, with a response by W. C. Fitch, president of 
the association. The docket calls for business sessions morning 
and afternoon of Wednesday and Thursday, with a meeting of 
the board of directors on Tuesday. On the docket are the re- 
ports of the president, secretary, treasurer, chairman of the 
board, and chairmen of the membership, speakers and educa- 
tional committees. One of the important matters to be discussed 
is the resolution of the Oklahoma City Traffic Club for a change 
in the constitution so that the semi-annual meetings of the asso- 
ciation would be replaced by regional meetings. The board of 
directors is expected to report against the plan. There will be 
a discussion by delegates of the educational work of their clubs, 
a proposal for interchange of club courtesies, and legislation 
looking toward standardization of traffic requirements. There is 
a place on the docket for other resolutions and proposals from 
member clubs and for other subjects considered by the board of 
directors and brought to the consideration of the association. 
The Traffic Club of Chicago will have a luncheon Oct. 24 in 
honor of the association. With the New York Club, whose ap- 
plication for reinstatement will, it is taken for granted, be acted 
on favorably, there are now fifty member clubs, with the applica- 
tion of at least one more to be acted on by the board of direc- 
tors at the forthcoming meeting. 





The resolution pertaining to political rate making adopted 
by the Associated Traffic Clubs of America at the San Francisco 
meeting has been ratified by a majority of the member clubs. 
The Traffic Club of South Bend, the Traffic Club of St. Louis and 
the Grand Rapids Transportation Club were among the last to 
ratify. 





L. N. Helm, commerce agent, N. & W., will act as delegate 
to the meeting of the Associated Traffic Clubs of America at 
Chicago, in addition to W. T. Peacock, representing The Traffic 
Club of Indianapolis. 

T. A. McMillen, president of the Grand Rapids Transporta- 
tion Club, has been appointed a delegate to represent that club 
at the meeting of the Associated Traffic Clubs of America at 
Chicago. 





The Traffic Club of Kansas City held a luncheon at the Kan- 
sas City Athletic Club October 16. The last golf tournament of 
the season was held at the Lakewood Golf and Country Club 
October 19. Prizes were awarded winners in the various events. 





The Omaha Traffic Club held a dinner meeting at the Ad 
Sell Restaurant October 18. The dinner was followed by open 
discussion and an evening of entertainment. 





» 

The Traffic Club of New England will begin its fall and win- 
ter activities with a dinner meeting at the Copley-Plaza Hotel 
October 23. The Rev. Francis P. Duffy, wartime chaplain of 
the 69th Regiment, will be the speaker. There will be a pro- 
gram of entertainment. 





The Transportation Club of St. Paul held a meeting at the 
Union Depot dining room October 16 to act with reference to 
the ratification of the resolution pertaining to political rate mak- 
ing adopted by the Associated Traffic Clubs of America at San 
Francisco. There was a program of entertainment. 





The Columbus Transportation Club held an “Air Minded 
Dinner” at the Fort Hayes Hotel October 15. Major Howard 
Wehrle, aeronautical engineer, Kinnear Manufacturing Com- 
pany, spoke on “Relationship of Air and Rail Transportation.” 
Ira W. Morris, president of the club, was in charge. 





The Los Angeles Transportation Club, Women’s Traffic 
Club of Los Angeles, Rail and Water Club, Foreign Exchange 
Club, and Foreign Trade Club held a “Texas and Pacific Rail- 
way Day” at the Alexander Hotel October 17. Irwin Wapple, 
assistant traffic manager, T. & P., was chairman of the day. Dr. 
Paul Ivey, sales lecturer and councilor, extension division, Uni- 
versity of Southern California, spoke on “Selling Transporta- 
tion.” A moving picture of the new electrically operated Lan- 
caster and Fort Worth yards of the T. & P. was shown. There 
was a program of entertainment. Shortly after the first of the 
year, the Transportation Club will occupy new quarters in the 
Alexandria Hotel. The quarters in the Builders’ Exchange 
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building were relinquiished October 15. Temporary quarter, 
have been obtained in the Alexandria Hotel pending completion 
of the permanent quarters. 








The Traffic Club of New Orleans held a “Football Day” 
luncheon at the Hotel Roosevelt October 15. Captains of a nup. 
ber of school football teamswere guests. There was a speaker. 
A golf outing will be held at the Colonial Country Club Noven. 
ber of school football teams were guests. There was a speaker, 





The Pacific Traffic Association has elected the following as 
delegates to the meeting of the Associated Traffic Clubs of 
America at Chicago: W. C. Fitch; Mort Cummings, Southern 
Pacific, and A. M. Rinehart, Santa Fe. Mr. Fitch will algo 
represent the Transportation Club of San Francisco. 





The Women’s Traffic Club of San Francisco has gone on 
record as opposing legislative rate making. Stanley Gibson, of 
the Grinnell Company, was to have addressed the club on “Aero 
Transportation” at a meeting at the Women’s City Club October 
11, but was unable to do so because of an automobile acc‘dent. 
Howard Truslow, passenger representative of the Los Angeles 
Steamship Company and the Western Air Express, Inc., spoke 
in his stead. Winifred Bauer, American Hawaiian Steamship 
Company, has been made chairman of a committee on arrange- 
ments for a dance. 





D. S. Reymond, vice-president of the Reymond Company, 
has been elected president of the Traffic Club of Baton Rouge, 
succeeding R. W.” J. Flynn. 





The Traffic Club of Tulsa held a meeting at the Mayo Hotel 
October 16. Jack Swartz, T. P. & W., and J. R. Lewallen, Kan- 
sas City Southern, were in charge of the entertainment. Final 
arrangements were made in connection with “Traffic Day” at 
the International Petroleum Exposition October 23. 





C. C. Bonter, passenger traffic manager, Canada Steamship 
Lines, Limited, spoke on the handling of Canadian freight and 
passenger traffic by steamship at a meeting of the Traffic Club 
of Montreal at the Windsor Hotel October 12. 





The Transportation Club of Evansville will hold its sixth 
annual dinner at the Hotel McCurdy October 24. Edward S. 
Jouett, vice-president, L. & N., will be the principal speaker. 
Lieutenant-Governor F. Harold Van Orman will be the toast- 
master. 





The Traffic Club of Chicago will celebrate the formal onen- 
ing of its new club quarters with a luncheon October 22. The 
event will also commemorate the twenty-first anniversary of 
the organization of the club. There will be an elaborate pro- 
gram of entertainment. R. J. Wallace and H. A. Palmer have 
been appointed delegates of the clubs to the meeting of the 
associated Traffic Clubs of America at Chicago next week. 





The Traffic Club of Minneapolis held a luncheon at the Nicol- 
let Hotel October 18. Dr. George Mecklenburg, pastor, Wesley 
M. E. Church, who recently returned from a trip abroad, spoke 
on “Mussolini and War Sick Europe.” 





, 


The Bridgeport Traffic Association will hold a meeting at 
the Stratfield Hotel October 22. The program will include the 
following: C. J. Huntting, traffic manager, American Chain 
Company, history, present status and effect on Bridgeport 
shipments of the southwestern class rate case; W. H. Pease, 
traffic manager, Bridgeport Brass Company, origin, development 
and results of the eastern class rate case; S. E. Sanford, traffic 
manager, Harvey Hubbell, Inc., suggestions for making future 
meetings bigger and better; open discussion of the new method 
of invoicing prepaid shipments which the American Railway 
Express Company is endeavoring to put into effect, and ex- 
planation of the elementary and advanced courses in traffic 
management being organized by the Y. M. C. A., assisted by the 
association. 





The next meeting of the Transportation Club of Toledo will 
be held November 7. A proposed amendment to the constitution 
changing the meeting night from Wednesday to Monday will 
be voted on. 





The Traffic Club of Philadelphia will hold an informal dinner 
at the Bellevue-Stratford November 12. There will be a program 
of entertainment and a speaker. The nominating committee 
will be elected. 





The Traffic Club of Tulsa has appointed the following to 
represent it at the meeting of the Associated Traffic Clubs of 
America at Chicago: J. P. Ayers, traffic manager, General 
American Tank Car Corporation; L. M. Dunn, traveling freight 
agent, E. J. & E., Chicago; S. B. Myers, traffic manager, Inde- 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, — which are fully equipped to handle all 
———— The ee cae eugene ——_ 
many advantages, y in customs an: 
incidental charges including infportation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. A A. Horcasitas, Com. 6 
441 Monadnock Bi 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, La. 


° mt 
= Marquette Bide. 


Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . « 101 Hours 
- 69 Hours 


Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City 


NATIONAL RAILWAYS OF MEXICO 


; 


‘ 
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LA ROUTE BILL OF LADING ¢ 
Via Peoria, Illinois 


In these days of hand-to-mouth buying, 
speed in traffic transfers is a vital factor. 


Peoria is truly the ‘open door to fast 
freight service. Transfers are made in a 
few hours. 


Make use of this logical transfer point. 
Speed up your shipments by avoiding con- 
gested terminals—route your next shipment 
through Peoria. 


Switching Service Between 


Atchison, Topeka & Santa Fe Chicago & Alton 
Chicago & North Western Chicago, Burlington & Quincy 
Chicago & Illinols Midian Chicago, Reck Island & Pacifie 
Cleve., Cin., Chi. & St. Louls ilinols Centra 

Ilinols Terminal R. R. System Minneapolis & St. Louls 

New York, Chicago & St. Louis Pennsylvania Railread 

Peoria Terminal Company Toledo, Peoria & Western 


Address E. F. STOCK, Traffic Manager 


PEORIA ann PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 
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pendent Oil Company, and F. W. Shappert, assistant to vice- 
president, C. & I. M., Chicago. 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., opened its fall meeting October 15 with a luncheon 
at the Stevens House. P. F. Guerke, chief of the traffic bureau 
of the Board of Harbor Commissioners, Wilmington, Del., spoke. 
He gave an illustrated lecture on the port of Wilmington, 





The Traffic Club of Atlanta will be represented by the fol- 
lowing at the meeting of the Associated Traffic Clubs of America 
at Chicago: Henry G. King, traffic manager, Georgia Power 
Company; M. M. Hankins, Western Electric Company; G. H. 
Rudolph, general agent, C. & E. I.; George E. Boulineau, freight 
traffic manager, A. & W. P., and T. B. Curtis, general agent, 
C. & W. C. 





The Memphis Traffic Club has appointed B. F. McCamey, 
district manager, Southern Hardwood Traffic Association, dele- 
gate to the meeting of the Associated Traffic Clubs of America 
at Chicago. D. W. Agnew, general agent, C. & E. I.; J. V. Atkin- 
son, commercial agent, B. R. & P., and S. B. Wade, general 
agent, C. & A., have been appointed alternates. 





H. E. McGiveron, traffic manager, Motor Wheel Corporation, 
has been appointed delegate to the meeting of the Associated 
Traffic Clubs of America at Chicago by the Lansing Traffic Club. 





The Traffic Club of New York has appointed C. A. Swope, 
its secretary, and T. T. Harkrader, American Tobacco Company, 
as delegates to the meeting of the Associated Traffic Clubs of 
America at Chicago. J. H. Butler, general manager, department 
of public relations, American. Railway Express Company, and 
George R. Wheeler, general eastern freight agent, Erie, have 
been appointed alternates. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club October 18. W. A. Hall, traffic manager, Southern Kansas 
Stage Lines, was the speaker. A luncheon set for October 25 
will be in the nature of a farewell to Dr. James Brett Kenna, 
pastor of the First M. E. Church. 





A business meeting of the Women’s Traffic Club of San 
Francisco will be held October 25, at the Women’s City Club. 
Following the business session, the meeting will be turned over 
to Dora Williams, of the Los Angeles Steamship Company, a 
member of the research committee, the subject being “Air Trans- 
portation.” It will be presented by Miss Williams and Howard 
Truslow, of the Los Angeles Steamship Company and the West- 
ern Air Express, Inc. The semi-annual dance will be held on the 
steamship “Harvard” November 5. A large number of the mem- 
bers attended the banquet given by the Pacific Traffic Asso- 
ciation at the Palace Hotel October 20. 


| Personal Notes 


— 


H. T. Krull has been appointed: assistant general freight 
ageht, American Mail Line, at Seattle. L. C. Cherry has been 
appointed terminal agent, in charge of all piers, suceeding Mr. 
Krull. J. H. McCormick has been appointed claim agent, suc- 
ceeding Mr. Cherry. é 

George Bristow, assistant general passenger agent, Chicago 
Great Western, and a former direetor of the Traffic Club of 
Kansas City, died October 14. 

W. E. Maloney has been appointed traffic commissioner of 
the Corn Exchange of Buffalo, succeeding R. V. Craig, resigned. 

E. E. Anderson has been appointed traffic manager, Mont- 
gomery Ward & Company, at Denver. 

Wade H. Askew has been appointed assistant to vice- 
president, G. M. & N. E. L. Mountfort, assistant freight traffic 
manager at Chicago, has been appointed freight traffic manager 
at. Mobile, succeeding J. A. Jackson, who died. The position of 
assistant freight traffic manager has been abolished. 

George R. Nowlin has been appointed freight traffic man- 
ager of Pacific coast services, Furness Withy & Company, at 
San Francisco. R. B. Falkiner has been appointed assistant 
western traffic manager, at Chicago, succeeding Mr. Nowlin, 
effective November 1. 

The College of Advanced Traffic, Chicago, has appointed 
George J. Ruby director of sales and publicity. 

W. H. Trauth has been appointed traffic manager, Nosa Line, 
New Orleans and South American Steamship Company, Inc., 
at New Orleans, succeeding F. A. Godat, resigned. The position 
of assistant traffic manager at St. Louis has- been abolished. 

The Tampa Traffic Association, representing the Tampa 
Board of Trade, the Tampa Chamber of Commerce, the Tampa 
Manufacturers’ Association, and a number of individual Tampa 
industries, announces the appointment of Joseph H. Donnell, 
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formerly of Chicago, as manager, and D. G. Hitchcock, formerly 
of New Orleans, as rate expert. 

E. C. Wilmore, formerly traffic manager of the Sefton Ma, 
ufacturing Corporation, Chicago, has entered the industrial reg 
estate field with J. H. Van Vlissingen & Co., Chicago. 

A departure from standardized solicitation activities on 
American railroads has been taken by the Frisco Lines, in th 
unification of the solicitation efforts of the passenger and freigh 
departments, according to an announcement. Effective Octobe 
15, all passenger and freight agents were merged into one 
traffic department, with jurisdiction over both freight ang 
passenger business. The joining of the departments places 
S. S. Butler, of St. Louis, at the head of both freight anq 
passenger departments with the title of general traffic manager 
His former title was general freight traffic manager. J, y 
Cornatzar, of St. Louis, passenger traffic manager and director 
of development, was made assistant vice-president. The traffic 
department has divided its on-line solicitation into four large 
districts, each presided over by a traffic manager. George Ff 
Macgregor, Kansas City, heretofore executive general agent at 
that point, was promoted to traffic manager of the first district, 
with jurisdiction over western Missouri, Kansas Colorado and 
Minnesota and western Iowa. His assistant, J. R. Coulter, be 
comes assistant traffic manager. The second district, comprising 
Oklahoma and eastern Arkansas, is in charge of J. W. James, 
of Tulsa, formerly executive general agent at that point. R. 
E. Buchanan, new traffic manager at Pensacola, Fla., goes to 
Memphis, Tenn., as traffic manager of the third district, com. 
prising the Frisco’s Mississippi valley territory, including Mobile 
and New Orleans. His assistant is A. P. Matthews, now assistant 
general passenger agent at Memphis. The fourth district, com. 
prising all of Alabama and the southeast, is in charge of D, 
F. McDonough, now executive general agent at Memphis. His 
title is traffic manager, with headquarters in Birmingham, Ala. 
His assistant is J. E. Springer, now division passenger agent at 
Birmingham. 





LUMBER SHIPMENTS 


Lumber production and shipments the week ended October 
13 increased appreciably over the week before, as evidenced 
by mill averages, according to reports to the National Lumber 
Manufacturers’ Association from 865 of the leading softwood 
and hardwood mills. Current orders, however, were somewhat 
lower. Production totaled 403,387,000 feet, shipments, 391,654, 
000 feet, and orders, 389,715,000 feet. Despite the fact that there 
were sixteen fewer mills reporting this week than last, there 
was an actual increase in reported total production. A feature 
of the week’s movement was the remarkable increase in hard- 
wood orders, 387 units reporting a gain of more than 16,000,000 
feet, or approximately 28 per cent. Large orders now being 
placed for automobile bodies with wood frames are believed 
to be partly responsible for this increase. Production and ship- 
ments in this branch of the industry were steady. In the soft- 
wood division of the industry, the West Coast Lumbermen’s 
Association reported for 233 mills production as 208,551,484 feet, 
against an average weekly operating capacity for three years of 
235,819,683 feet, and an average weekly production this year of 
191,498,359 feet. The Southern Pine Association reported pro- 
duction for 149 mills as 70,232,770 feet, which was 10,856,298 
feet under the three-year average. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood and two hard- 
wood regional associations, for the two weeks indicated; 000’s 
omitted: : 


Preceding 
Past Week Week, 1928 (Revised) 
° Softwood Hardwood Softwood Hardwood 
Mills (or units*) ...... 541 387 395 
UOMO EIOR 060 ccceecesne 348,363 55,024 346,436 56,202 
ren 332,884 58,770 336,937 59,451 
Orders (new bus.)...... 316,586 73,129 356,859 57,008 


*A unit is 35,000 feet of daily production capacity. 


CAR SURPLUS AND SHORTAGE 


Reflecting heavy loading, the average daily suprlus of freight 
cars dropped to 103,906 in the period September 23-30, inclusive, 
according to the car service division of the American Railway 
Association. For the preceding period the average was 146,800 
cars. The average daily shortage, however, consisted only of 
159 gondola and 120 refrigerator cars. The surplus was made 
up as follows: 


Box, 50,141; ventilated box, 82; auto and furniture, 2,947; total 
box, 53,170; flat, 5,725; gondola, 13,944; hopper, 7,865; total coal, 21,809; 
coke, 1,101; S. D. stock, 11,966; D stock, 1,424; refrigerator, 
7,256; tank, 375; miscellaneous, 1,080. 


Canadian roads reported a surplus of 2,000 box, 200 flat, 300 
S. D. stock and 300 refrigerator cars. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Digest of New Complaints 


No. 19696. Sub. No. 3. Buena Vista Extract Co. et al., Philadelphia, 
re. 1 C. & O. ; : 

Rates in violation of sections 1 and 3 of the act, on bituminous 
coal, from Carlisle, W. Va., to Buena Vista, Va. Ask rates for 
future and reparation. 

No. 20482. Sub. No. 3. United States Potters’ Association, Pittsburgh, 
Pa., vs. A. C. L. et al. , 

Unreasonable rates and charges on so-called kaolin clay, from 
Florida and Georgia points to points in C. F. A., trunk line and 
New England territories. Asks rates for future and reparation. 

No. 20918. Sub. No. 1. Westinghouse Electric & Manufacturing Co., 
East Pittsburgh, Pa., vs. B. & O. et al. 

Rates and charges in violation of sections 1 and 4 of the act, on 
iron and steel sheets (sheet steel), from Zanesville, O., to Besse- 
mer, East Pittsburgh, Mifflin Junction and Oak Hill, Pa. Asks 
reparation. : 

No. 21133. Sub. No. 1. Worthington Pump and Machinery Corpora- 
tion, New York City, vs. Pennsylvania et al. ‘ 

Unreasonable rates and charges on sand, for moulding purposes, 
from points in New Jersey and New York to Holyoke, Mass. 
Asks rates for future and reparation. 

No. 21245. Sub. No. 1. Independent Oil Co., Altoona, Pa., vs. B. & O. 
et al. 

Unreasonable charges on natural, casinghead or absorption 
gasoline, from points in Midcontinent oil field, origin group 3, 
Oklahoma, to Johnstown, Pa. Asks reparation. 

No. 21316. Sub. No. 1. The Kentucky Independent Oil Co., Coving- 
ton, Ky., vs. Santa Fe et al. : 

Rates in violation of sections 1, 3 and 6 of the act, on gasoline, 
from points in Kansas, Oklahoma and Texas to Central Covington, 
Ky. Asks rates for future and reparation. 

No. 21351. Sub. No. 3. Koken Companies, St. Louis, Mo., vs. Lehigh 
Valley et al. 

Rates in violation of sections 1 and 4 of the 
marble, from Brooklyn, N. Y., to St. Louis, Mo. 
future and reparation. 

No. 21351. Sub. No. 4. Bradbury Marble Co., St. Louis, Mo., vs. Le- 
high Valley et al. 

Same complaint and prayer as to rough marble, 
mont, N. J. to St. Louis. 
21381. Sub. No. 1. Hill, Hubbell & Co. et al., 

Calif., vs. Alabama & North Western et al. 

Unreasonable rates on pipe coating, from Hale and Tulsa, 
Okla., to points in Arizona, Wyoming, Nebraska, Iowa, Illinois, 
Indiana, Alabama, Georgia, Tennessee and Mississippi. Asks rates 
for future and reparation. 

No. —— The Shafton Co. et al., Chicago, Ill., vs. Florida East Coast 
et al. 

Rates in violation of sections 1 and 4 of the act, on vegetables 
and other perishable produce, from points in Florida to Chicago, 
Ill. Asks reparation. 

No. —— The McGovern Coal Co., Pueblo, Colo., vs. D. & R. G. W. 
et al. 

Unreasonable rate on nut coal, from LaVeta, Colo., to Meade, 
Kan. Asks reparation. 

No. 21426. Western Bridge & Construction Co., Neb., vs. 
Chicago Great Western. 

Charges in violation of first four sections of the act, on creosote 
oil, from Chicago, Ill., to Omaha, Neb. Asks reparation. 

21427. Concrete Engineering Co., Omaha, Neb., vs. B. & O., 
Chicago Terminal et al. 

Rates and charges in violation of section 6 of the act, on steel 
floor arches, from Milwaukee, Wis., to Chicago (Cicero), Ill. Asks 
reparation. 

No. 21428. Sandusky Cement Co., Cleveland, O., vs. Pennsylvania et al. 

Rates and charges in violation of sections 1, 3 and 13 of the act, 
on cement, from York, Pa., to New York, N. Y., Baltimore, Md., 
Washington, D. C., and other destinations in trunk line territory 
and to points in Connecticut and Massachusetts. Asks rates for 
future and reparation. 

No. 21429. Abingdon Sanitary Manufacturing Co., Inc., Abingdon, IIl., 
vs. Santa Fe et al. 
» Rates and ratings in violation of sections 1 and 3 of the act, on 
plumbers’ earthernware lavatories with or without fittings in less 
than carloads and on such lavatories, water closet bowls and water 
closet tanks, with or without fittings, carloads, straight or mixed 
from Abingdon, Ill., to points in western trunk line territory and 
other points west of Mississippi River; alleges that Sheboygan, 
Wis., Chicago, Ill., and St. Louis, Mo,, are preferred. Asks rat- 
ings and rates for future and reparaion. 

No. oe Oa Hinde & Dauch Paper Co., Sandusky, O., vs. A. C. & 

-@ ‘ 

Unreasonable rates on chipboard and kindred products from 
Watertown, N. Y., to points in C. F. A. and eastern trunk line 
—! and other points. Asks rates for future and repara- 

on. 

No. 21431. Harry Schimmel, New York, N. Y., vs. A. C. L. et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
hull fiber or shavings, from points in Texas, Oklahoma, Missis- 
sippi, South Carolina and Tennessee to points in New York, Dis- 
trict of Columbia, Maryland, Illinois, New Jersey, Michigan and 
Ohio. Asks cease and desist order and reparation. 

No. 21432. The Colorado Portland Cement Co., Denver, 
Santa Fe et al. 

Unreasonable rates on cement, from Boettcher, Concrete and 
Portland, Colo., to points in Wyoming. Asks rates for future and 
reparation. ? 

No. — Cadillac Malleable Iron Co., Cadillac, Mich., vs. Ann Arbor 
et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
scrap iron, from Chicago, IIl., to Cadillac, Mich. Asks rates for 
future and reparation. 

No. 21434. The Hutchinson Produce Co., Hutchinson, Kan., vs. Rock 
Island et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on potatoes, from points in Arkansas and Oklahoma to Liberal, 
Kan. Asks rates for future and reparation. 

No. 21436. Portland Traffic and Transportation Association, Portland, 
Ore., vs. Bay Cities Transportation Co. et al. 

Rates in violation of sections 1 and 3 of the act, on canned goods, 
dried, sugar, salt, and many other commodities, from San ‘an- 
cisco and other California ports by water to Portland, Ore., and 
distributed from that point to points in Oregon, Washington and 
Idaho. Asks rates for future. 
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21437. The O. A. Smith Agency;.Inc., Cincinnati, O., yg. g 
board Air Line et al. 
Unreasonable rates on pulpboard, 
Lynchburg, Va. Asks reparation. 
No. 21438. —— Briggs Manufacturing Co., Detroit, Mich., vs, A 
S. et al. 

Unreasonable freight charges on hardwood lumber, from sou 
ern and southwestern states to Detroit, Mich., stopped at Mora, 
O., for kiln drying. Asks reparation. 

No. ley — Spears & Sons et al., 

. et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on “un, 
thrashed blue grass seed,’ from points in Missouri, Iowa, 
sas, Nebraska and Illinois to Paris, Ky. Asks rates for future an 
reparation. 

No. 21440. Chicago Great Western Railroad Co., 
Chicago & North Western Railway Co. 

Asks order requiring construction of interchange track betwea 
rails of petitioner and defendant at DeKalb, IIl. 

No. 21441. Babcock, Boomer & Babcock Co. (address of complainay 
not given), vs. Northern Pacific. | , 

Illegal rate or charge on hoisting machinery, from Milwauky 
Wis., to Ironton, Minn. Asks reparation. 

No. _— The Wickes Boiler Co., Saginaw, Mich., vs. Pere Marquety 
et al. 

Charges in violation of sections 1 and 6 of the act, on gtea, 
boilers and fixtures, from Saginaw, Mich., to Oshkosh, and kj. 
kauna, Wis. Asks reparation. 

No. re ro Products Corporation, Los Angeles, Calif., vs, 4 
. et al. 

Unreasonable rates on salt cake, from Clarkdale, Ariz., to point 
in Nebraska, Kansas, Oklahoma, Texas, Iowa, Missouri, Arkansy 
Louisiana, Illinois, South Dakota, Minnesota, Mississippi, Wi. 
consin and Michigan. Asks rates for future and reparation. 

No. 21444. Standard Sanitary Manufacturing Co., Pittsburgh, Py. 
vs. A. & S. et al. : 

Unreasonable rates on bath tubs, cast iron enameled; enamely 
iron smaliware plumbing fixtures; and china or earthenware piumb. 
ing fixtures, from Louisville, Ky., Kokomo, Ind., Tiffin, O., Pitts. 
burgh, Pa., and New Brighton, Pa., to destinations in southwesten 
territory. Asks rates for future and reparation. } 

No. 21445. Southgate Brokerage Co., Inc., trading as Southgate Pn. 
duce Co., Norfolk, Va., vs. Pennsylvania et al. 

Rates and charges in violation of sections 1, 3 and 4 of th 
act, on white potatoes, in bags, carloads and less than carloads, 
from Norfolk, Va., to points on eastern shore of Virginia. Asks 
rates for future and reparation. 

No. 7-4 United States Graphite Co., Saginaw, Mich., vs. B. & 0, 
et al. 

Unreasonable and discriminatory charges on old empty second. 
hand barrels, from Buffalo, N. Y., Cincinnati, and Ivorydale, 0, 
Columbus and Jeffersonville, Ind., Louisville, Ky., and Milwav- 
kee, Wis., to Saginaw, Mich. Asks rates not exceeding fifth clas 
and reparation. 

No. oo Hoffman & Curtis et al., Ivanhoe, Minn., vs. C. & N. VW. 
et al. 

Unreasonable rates on petroleum products, from points in Okla- 
homa, Texas, Kansas and Missouri to Ivanhoe and other Minne- 
sota points. Asks rates for future and reparation. 

No. 21448. . M. Spencer Sons Co., Cincinnati, O., vs. C. N. 0. &T. 
P. et al. 

Rates and charges in violation of sections 1 and 6 of the acet, 
on less-carload shipments of pickles, packed in glass or tin in 
cases, from Cincinnati, O., to points in Kentucky, Tennessee, 
Virginia, the Carolinas, Alabama, Georgia. Asks reparation. 

No. 21449. Farmers’ Equity Cooperative Creamery Assn., Orleans, 
Neb., vs. Boston & Maine et al. 

Unreasonable rates and charges on butter and eggs, from Or- 
leans, Neb., and Denver, Colo., to points in Illinois, Wisconsin, 
Massachusetts and other eastern states. Asks rates for future 
and reparation. 

No. 21450. Watab Paper Co., Sartell, Minn., vs. A. G. S. et al. 

Rates and charges in violation of sections 1, 2, 4 and 6 of the 
act, on clay, from points in South Carolina and Georgia to Sartell, 
Minn. Asks rates for future and reparation. 

No. 21451. Alberene Stone Co., New York, N. Y., vs. Southern et al. 

Rates and charges in violation of sections 1 and 4 of the act, on 
soapstone laundry tubs and soapstone slabs, from Schuyler, Va, 
to points in New Jersey, New Hampshire, Connecticut and Mas- 
sachusetts. Asks reparation. 


No. 21452. United States Gypsum Co., Chicago, IIll., vs. St. Louis- . 
San Francisco et al. 

Charges in violation of sections 1, 2, 3 and 6 of the act, on 
plasterboard and plaster, from Southard, Okla., to points in 
Colorado and Wyoming. Asks rates for future and reparation. 

No. 21453. Barnsdall Oil Co., Tulsa, Okla., vs. C. B. & Q. et al. 

Unreasonable rates on iron and steel tank material, from Chi- 
cago and South Chicago, Ill., Gary and East Chicago, Ind., and 
other points in Chicago switching district, to Okmulgee, Seminole, 
and Earlsboro, Okla. Asks rates for future and reparation. 

No. tw? ~— Gin & Warehouse Co. et al., Loving, N. M., vs. A. & 

« OC a. 

Unreasonable rates and charges on iron or steel cotton bale ties, 
from Atlanta, Ga., to points in New Mexico and on hemp or Jute 
cotton bale bagging and iron or steel cotton bale ties, from Gal- 
veston and Houston, Tex., to points in New Mexico. Asks rates 
for future and reparation. 

No. 21455. D. & S. Tablet Co., Atlanta, Ga., vs. N. Y. C. et al. 

Unreasonable rates on paper tablet covers, from Albany, N. Y., 
to Atlanta, Ga. Asks reparation. 

No. 21456. Independent Paper Stock Co., St. Louis, Mo., vs. Chicago 
& Alton et al. Charges in violation of first four sections of the 
act, on scrap paper, from St. Louis, Mo., to Federal, Ill. Asks 
rates for future and reparation. 

Po Phillips Petroleum Co., Bartlesville, Okla., vs. Santa Fe 
et al. 

Unreasonable rates and charges on common salt, from Hutch- 
inson, Kan., to points in Texas. Asks reparation. 
No. a  aeeeiee Milling Co., Independence, Mo., vs. Santa 

e et al. 

Rates in violation of sections 1, 2, 3, 4 and 6 of the act, on 
grain and grain products to, from and via Independence, Mo., 
to the extent they exceed or exceeded rates contemporaneously 
applicable to, from and/or via Kansas City, Mo.-Kan. Asks rates 
for future and reparation. 

No. 21459. Gilliland Oil Co., Albuquerque, N. M., vs. Santa Fe et al. 

Unreasonable rates and charges on crude oil, from Kings- 
prone A Borger and Pampa, Tex., to Albuquerque, N. M. Asks rep- 
aration. 

No. 21460. Terre Haute Malleable & Manufacturing Co., Terre Haute, 
Ind., vs. C. & E. I. et al. 
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TRAFFIC WORLD 


Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. _—Phila Pa. _ Pittsburgh, Pa. Norfolk, Va. 


39 South St. Dr Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 


TRANSMARINE LINES 


Direct Service 


LOS ANGELES (witmington—Berth 188) 
SAN FRANCISCO (Pier 39) 


OAKLAND (Grove Street Pier) 


Nplainay 
thw From Intercoastal 
PORT NEWARK, N. J. . 
farquety Ship by Water “i (New York Harbor) 
as Fin Central Raliroad of New Jersey 5 
Lehigh Valle teamer 
+» V8. A 
WILLIAMS LINE October 20 -SUNELSECO 
November 17 
December 1 
San Diego, Los ieagaten, San Francisco AND ALTERNATE SATURDAYS THEREAFTER 
name Oakland, Seattle and Tacoma cutee 
© piumb. 
nal — Phil delohi From Gulf-Intercoastal 
a a altimore, Philadelphia, _ (Plot A, Berth 4 
val New York and Norfolk ees - (Alabarne State Docks) yoo 
ard SAILINGS EVERY 10 DAYS sone ma * Sano ied in neanaies ‘ sanelauee 


AND ALTERNATE THURSDAYS THEREAFTER 


TRANSMARINE | LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Nassau Sty New rw York City 


Buffalo, ° 
sent Buffalo, Chicago, Loa Angsien, Mobil, 


Sa Z ~~ Responsible ~ Reliable ~ Reasonable __ 


inole, 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
Pool Car Distribution Prompt and Efficient Service 
Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Sate pomomey , | s Association, Traffic 
Club of K.C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 
WRITE US FOR INFORMATION: AND RATES 
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Rates in violation of sections 1 and 3 of the act, on castings, 
from Terre Haute, Ind., to Detroit, Mich. Asks rates for future 
and reparation. ! 

No. 21461. Milne & Hector Co. et al., Quincy, Mass., vs. Montpelier 
& Wells River et al. 

Unreasonable rates and charges on rough quarried granite, from 
Rockland, Me., and Barre and Groton, Vt., to Quincy and other 
Massachusetts points. Asks rates for future and reparation. 

No. a Buhner Fertilizer Co. et al., Seymour, Ind., vs. A. C. & Y. 
et al. 

Unreasonable charges on fertilizer, from complainants’ plants 
at points in Indiana, Ohio and Michigan and from C. F. A. points 
to —" in C. F. A. territory. Asks rates for future and rep- 
aration. ‘ 

No. 21462. Sub. No. 1. The Smith Agricultural Chemical Co. et al., 
Columbus, O., vs. A. C. & Y. et al. 

Unreasonable rates and charges on fertilizer, from Columbus, 
O., Indianapolis, Ind., and Louisville, Ky., and from points in C. 
F. A. territory to points in that territory. Asks rates for future 
and reparation. 

No. ee Jensma Creamery Co. et al., Nampa, Ida., vs. Santa Fe 
et al. ’ 

Rates in violation of sections 1 and 3 of the act, on dairy and 
poultry products, from points in Idaho and Baker, Ore., to Cali- 
fornia points. Asks rates for future: and reparation. 

No. ey Carroll Graham Bottle Co., Inc.,.Chicago, Ill., vs. C. & N. W. 
et al. 

Rates in violation of sections 1 and 3 of the act, on glass bottles, 
from Lapel, Ind., to Manitowoc and Sheboygan, Wis., as com- 


pared with rates from St. Louis, East St. Louis and Alton. Asks 
rates for future and reparation. 
No. 21465. Pacific Gas & Electric Co., San Francisco, Calif., vs. 


Southern Pacific et al. 

Rate in violation of sections 1 and 3 of the act, on creosote, from 
a Utah, to Redding, Calif. Asks rate for future and rep- 
aration. 

No. we Sree, SERN Sree Co., Minneapolis, Minn., vs. C. & 
v. . et al. ° 
Unreasonable rates on grain, from points in Iowa, Minnesota and 

South Dakota to points in North Dakota. Asks rates for future 
and reparation. 

No. 21467. East Texas Chamber of Commerce et al., Longview, Tex., 

vs. Jefferson & Northwestern et al. 

Unreasonable rates and charges on baled hay, from Yuma and 
Phoenix, Ariz., and intermediate points in Arizona and New 
Mexico to Atlanta, Tex., and other Texas stations. Asks rates 
for future and reparation. 

No. 21468. Booth Brothers and Hurricane Isle Granite Co., New York, 

N. Y., vs. New Haven. 

Unreasonable rates and charges on cut granite, from Water- 
ford, Conn., to Harlem River Station, New York, N. Y. Asks 
rates for future and reparation. 

No. ae South Georgia Traffic Bureau, Tifton, Ga., vs. A. G. S. 

et al. 

Rates in violation of sections 1, 3 and 4 of the act, on various 
commodities. Complainant seeks reasonable, just and nondis- 
criminatory class rates for application prior to January 15, 1928, 
and for reasonable, just and nondiscriminatory commodity rates 
for statutory period prior to date of complaint (Sept. 4, 1928), 
from Birmingham and Montgomery, Ala., Chattanooga, Harriman 
and Knoxville, Tenn., and other points from which rates are the 
same as’ or made with relaton thereto or differentials over or 
under, to Ashburn, Ocilla, Omega, Pelham, and other points 
intermediate thereto in state of Georgia. Prayer asks for rates 
for future and reparation. 

No. a’ a Georgia Traffic Bureau, Tifton, Ga., vs. A. B. & 
> Ot al. 

Rates in violation of sections 1, 3 and 4 of the act, on sulphate 
of ammonia, from Johnstown, Pa., to Cordele, Ga. Asks rates for 
future and reparation. 

No. ~ gp South Georgia Traffic Bureau, Tifton, Ga., vs. A. B. & C. 

et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on tankage and other fertilizer materials, from Charleston, S. C., 
to Cordele, Ga. Asks rates for future and reparation. 

No. 21472. Burley Tobacco Growers’ Co-operative Association, Lexing- 

won, BY., ve. C. & O. et al. 

Rates in violation of sections 1 and 4 of the act, on unmanu- 
fagtured leaf tobacco, from Winchester, Ky., to St. Louis, Mo. 
Asks reparation. 

No. 21473. lowa Fiber Box Co., Keokuk, Ia., vs. C. & A. et al. 
Rates and charges in violation of sections 1 and 3 of the act, 

on silicate of soda (liquid), from points in the Chicago switching 
district to Keokuk, Ia. Asks rates for future and reparation. 


No. ‘ % — Rock (Ark.) Chamber of Commerce et al. vs. A. 
& . et al. 

This complaint states it is directed against the carload rates 
upon all commodities whether they be designated as class or 
commodity rates, also rates on cotton fabrics, in the original piece, 
any quantity, via all-rail routes, to Little Rock, North Little Rock, 
Fort Smith, Pine Bluff, and Jonesboro, Ark., from Missouri River 
Cities, southwestern gateways, western defined territories, east- 
ern defined territories, trunk line territory and southeastern defined 
territories as defined in Consolidated Southwestern Cases, 123 I. 
Cc. C. 203, 208 and 209. Violation of sections 1 and 3 of the act 
alleged. Ask cease and desist order and rates for future. 

No. 21475. ~~ aes Corporation, East Point, Ga., vs. South- 
ern et al. 

Alleges that rate of 35% cents on sulphate of alumina, from 
Atlanta, Ga., to Canton, N. J., is in violation of first three sec- 
tions of the act. Asks rate for future and reparation. 

No. 21476. Perrine-Armstrong Co., Fort Wayne, Ind., vs. 
vania et al. 

Unreasonable rate of 231% cents on rough lumber, from Flora, 
Ind., to Saginaw, Mich. Asks rate of 18% cepts for future and 
reparation. ke 

No. 21477. Shreveport (La.) Chamber of Commerce on behalf of 
Interstate Electric Co. vs. Wabash et al. 
* Unreasonable rates on auto bumpers, from Chicago, IIl., to 
Shreveport, La. Asks rates for future and reparation. 

No. 21478. Federated Metals Corporation, New York, N. Y., vs. St. 
Louis-San Francisco et al. 

Unreasonable, prejudicial and discriminatory rates and charges 
on scrap metal, from points in Missouri, Kansas, Colorado, Ne- 
braska, Iowa, isconsin, Minnesota, the Dakotas, to Chicago and 
St. Louis. Asks rates for future and reparation. 

No. 21479. Canada Power & Paper Corporation et al., Montreal, Que., 
va. N. ¥. C. et al. 

Charges in violation of sections 1 and 4 of the act, on pulp- 
board paper winding cores, from Cleveland, O., to Shawinigan 
Falls, P. Q. Asks reparation. 
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No. 21480. Wm. Wrigley, Jr., Co. et al., Chicago, Ill., vs. A. & R. et a) 
Allege that present ratings on chewing gum in carloads are in 
violation of section 1 and that observance and enforcement ¢ 
classification ratings constitute violation of sections 1, 2 anq; 
of the act, in three classification territories; shippers of candy 
or confectionery alleged to be preferred. Ask classifications fo, 
future and reparation. 
No. 21481. Central Illinois Petroleum Marketers and Consumers Ag. 
sociation et al., Peoria, Ill., vs. Alton & Eastern et al. 

Rates in violation of sections 1 and 3 of the act, on oil, pe. 
troleum and its products, from points in Arkansas, Louisiana, 
Kansas and Missouri, to Peoria, Ill., and other points in centraj 
Illinois territory. Asks rates for future and reparation. 

No. 21482. Inland Empire Manufacturers’ Association, Spokane, Wash, 
vs. A. & S. et al. : 

Alleges violation of section 3 of the act as to rates on lumber 
and lumber products. Asks transit privileges on lumber ang 
lumber products in all respects comparable with those defined 
in’ tariffs naming transit stations. in Illimois, Iowa, Minnesota, 
Wisconsin and South Dakota and particularly without any limita. 
tion on the length of the inbound haul into the transit station 
and at the same charge for the privilege, namely, 1% cents per 
100 pounds, as provided in tariffs referred to. 


CONDITION OF EQUIPMENT 


The railroads on October 1 established a new low record 
for all time in the number of locomotives in need of repair, 
according to the car service division of the American Railway 
Association. The number in need of repair on that date wag 
7,815, or 13.2 per cent, of the number on line. This was a de. 
crease of 139 locomotives under the best previous record estab- 
lished on September 1 this year, when there were 7,954 loco. 
motives in need of repair, or 13.4 per cent of the number on 
line. The number of such locomotives in need of repair on 
October 1 was a decrease of 498 compared with the number in 
need of repairs on September 15, at which time there were 8,313, 
or 14 per cent. Locomotives in need of classified repairs on 
October 1 totaled 4,327, or 7.3 per cent, a decrease of 354 com- 
pared with September 15, while 3,488, or 5.9 per cent, were in 
need of running repairs, a decrease of 144 compared with Sep. 
tember 15. Class I railroads on October 1 had 5,661 serviceable 
locomotives in storage compared with 6,118 on September 15. 

Class I railroads on October 1 had 148,333 freight cars in 
need of repair, or 6.6 per cent of the number on line. This was 
a decrease of 792 cars below the number reported on September ' 
15, at which time there were 149,125, or 6.6 per cent. Freight 
cars in need of heavy repairs on October 1 totaled 108,002, or 
4.8 per cent, a decrease of 2,441 compared with September 15, 
while freight cars in need of light repairs totaled 40,331, or 18 
per cent, an increase of 1,649 compared with September 15. 


WAGE STATISTICS 


The monthly summary of wage statistics issued by the bu- 
reau of statistics of the Commission shows that the number of 
employes reported by Class I railroads as of the middle of July 
was 1,728,690, and that the total compensation for that month 
was $241,831,372. Compared with the returns for the correspond- 
ing month last year, the summary for July showed for every 
reporting group a decrease in the number of employes and in 
the average number of hours of all employes per working day. 
The total number of employes decreased 5.19 per cent and the 
total compensation decreased 3 per cent. 


EFFECT OF MARINE ACT 


“Already the Jones-White act is stimulating great activity 
among American shipbuilders and ship operators,” said Chair- 
man O’Connor, of the Shipping Board, in an address October 11 
at Buffalo, N. Y. before members of a number of commercial 
organizations. 


“After seven years of practical stagnation, our shipyards 
are again becoming more active, and, if present indications count 
for anything, it will not be a great while before all available 
American yards will be very busy. 


“The recent reopening of the famous Cramp shipyards in 
Philadelphia was an event that brought great satisfaction to 
every friend of the merchant marine. The Bath Iron Works is 
another famous shipyard that I am glad to say has recently 
taken on greatly renewed activity. This, you will agee with me, 
is the sort of news we have been waiting to hear for a long time.” 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended October 6 was esti- 
mated at 11,028,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented a decrease of 28,000 
tons as compared with the output in the preceding week. Anthra- 
cite production was estimated at 1,938,000 net tons, an increase 
of 86,000 tons over the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 7 totaled 1,077,640 net tons. Anthracite 
shipped from Lake Erie ports totaled 12,083 tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 6 totaled 370,486 net tons, of which 
235,066 tons were for New England delivery, and from Charles- 
ton, S. C., 9,280 tons. 
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GEO. SEALY 
President 


Great Lakes 






SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


ithout 


25 Broadway, New York City, N. Y. 


N.Y. Maritime Exchange Buffalo Office: Chamber of Commerce Bidg. 


The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 


EEstablished System of Service. 
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P°c: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 







Dependable Freight Service with 20% Savings in Rates. 
Delivery Alongside Steamers at New York Wi tr 


Nothing Less Than Full Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


rans-shipment. 


Bowing Green 0495 
Bonded Carrier 





Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eoauippea with Sprinkler System Throughout. 

Reiavie Transportation at a Moment’s Notice. 

G arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


J[ntesrity of Our Warehouse Receipts Is Unques- 


Capacity of Tracks Serving Plants Over 500 Cars. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’] Manager 


























OCEAN DOMINION STEAMSHIP CORPORATION 
OCEAN SERVICE 
PROPOSED SAILINGS 


(Subject to change without notice) 































Ports “Haiti” | “Estland” | “Halti’ | A Steamer | ‘Haiti’ | A Steamer 
NEW YORK.SI. Sept. 27 Oct. 6] Oct. 25 Nov. 3] Nov. 22 Dec. 1 
















































































































































































































































































































ST. THOMAS..| Oct. 3 |L Oct. 12] Oct. 31 |x se ; 
ST. CROIX..... Oct. 4 S Oct. 13 | Nov. 1 ° Nov. 10 Nov. 29 5 Dec. 8 
ST. KITTS..... Oct : Oct. 14] Nov. 2 zy Nov. Nov. 30 > Dec. 9 
ANTIGUA...... Oct. 6 | Oct. 15] Nov. 3]Z Nov. 12] Dec. 1}z Dec. 10 
GUADELOUPE.| Oct. 7 + Oct. 16 Nov. 4 wl Nov, 13 Dec, 2 wl Dec, 11 
DOMINICA..... Oct. 8 |S Oct. 17 | Nov. 5 | Nov. 4 | Dee. 3 | Dec. 12 
MARTINIQUE..| Oct. 8 |u oct. 18| Nov. 5 |@ Nov. 15] Dec. 3 |m@ Dee. 15 
ST. LUCIA..... Oct. 9 @. Nov. 6 os Dec. 4 ~ 
BARBADOS....| Oct. 9% < Oct. 19 | Nov. 6 6 Nov. 16 | Dec. 4 cS Dec. 14 
TRINIDAD..Arr.| Oct. 1] |< Oct. 21 Nov. 8 |* Nov. 18 Dec. 6 |* Dec. 16 
TRINIDAD, .Uv.| Oct 12/3 | Nov. 91d Dee. 7 Ig 
GRENADA..... Oct, 13 - Oct. 20 Nov. 10 is Nov. 17 Dec. 8 r Dec. 1 
ST. VINCENT. Oct. Me a Oct. 20 Nov. 11 = Nov. 17 Dec. 9 =f Dec. 1 
DOMINICA..... Oct. 15 re Nov. 12 | Dec. 10 }& 
GEORGETOWN. S Oct. 24 ~ |2° Nov. 21 SF” Dec. 19 
PARAMARIBO.| @ Oct. 2 ® Nov. 22 @ Dec. 20 
CAYENNE...... = Oct. 27 = Nov. 24 = Dec, 22 
HATOADS . .arr. Oct. 21 3 oe . cities - 

NEW YORK. Arr.) Oct. 22 Nov. 19 Dec. 17 





FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 


OCEAN DOMINION STEAMSHIP CORPORATION 


WHITEHALL BUILDING, 17 BATTERY PLACE, NEW YORK, NEW YORK 
TELEPHONE BOWLING GREEN 6701 
NEW YORK TERMINALS: PIER 53, EAST RIVER 
















- MONT REA, a 2. - HAMPTON ROARS, VA. 
cean ominion eams oration Company 
1018 Board ef Trade Bids. Citizens Bank "Bids. 
Montreal, P. Q. Norfolk, Va. 







Saves Valuable Time 


Q HIPINDE 


RATE CARD SYSTEM 


A record of freight rates and other pertinent infor- 
mation enabling the traffic manager, purchasing 
agent, shipping and receiving clerk, or any person 
in charge of traffic to ascertain accurate trans- 
portation costs at a glance. 












































With ShipindeX at your disposal your 
hand darts directly to the card you 
want. At your finger tips you have all 
the information necessary to properly 
describe and rate the commodity. 













ASK US HOW SHIPINDEX CAN SAVE 
YOUR VALUABLE TIME 
Desk 101 


SHIPPING SERVICE 
ORGANIZATION 


25 West 43rd Street New York, N. Y. 
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THE TRAFFIC WORLD 


Docket of the Commission 


Vel. XLII, No, 15 








Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 22—Washington, D. C.—Examiner Folsom: 
* Valuation No. 1078—In re tentative valuation of the property of the 
Gt. North Western Telegraph Co. of Canada. 


October 22—Albany, N. Y.—Examiners Armes & Brennan: 
20662 ne ro a 1)—Albany Perforated Wrapping Paper Co. vs. B. 
& O et al. 


October 22—Washington, D. C.—Examiner Davis: 
Finance No. 7061—Application L. & N. R. R. for authority to ac- 
quire as ty by lease of the railroad and properties of the L. H. 
& St. L. R. R. and to assume certain obligations and liabilities. 


October 22—New York, N. Y.—Examiners Armes & Brennan: 
ww te ate —_ 1 and 2)—Federated Metals Corp. et al. vs. B. 
20964—The Baird” Machine Co. et al. vs. N. ¥. N. H. & H.R. R. 


October 22—Washington, D. C.—Examiner Curtis: 
20392—The Atlas Portland Cement Co. vs. Southern Ry. 

October 22—Argument at Washington, D. C.: 
19717—-Caruso, Rinella, Battaglia Co., Inc., vs. A. C. L. R. R. et al. 
19858—Atlantic Terra Cotta Co. et al. vs. "A. & W. P. R. R. et al. 
= (and Sub. 1 to 3, incl.)—Caruso, Rinella Battaglia Co., Inc., 

8. A. L. Ry. et al. 

19565 (and Sub. Nos. 1 to 6, incl.)—Same vs. Southern Ry. et al. 
19414 (and Sub. Nos. 1 to q, incl.)—Same vs. Nfk. Sou. Ry. et al. 


1. & S. 3114 (and a Su gy )—Cyanamid and crude cyanide from Ni- 
agara Falls, Ont., astern Trunk Line, New England and C. 
F. A. points and vue cities. 


October 22—Kansas City, Mo.—Commissioner Lewis and Atty. Ex- 
aminer Barclay: 
17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 


her ig me of Rates on Furniture. 

2828—Metal Furniture in C. F. A. Terry. 
lanes. Heywood: -Wakefield Co. et al. vs. A. A. R. R. et al. 
18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. 
19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 
20022—Mayer & Co. vs. L. I. R. R. et al. 
gee he, Wakefield Co. vs. A. C. L. R. R. et al. 

& S. 3102—Classification Ratings on Furniture Frames. 
20726 Jackson Traffic Bureau vs. A. G. S. R. R. et al. 
21061—I. Addison, Trading as Florida Mattress Factory, et al. vs. 

A. & R. R. R. et al. 
21087—The Stationers Corp. vs. P. M. Ry. et al. 
21118—Heywood-Wakefield Co. et al. vs. C. M. & St. P. Ry. et al., 

and receivers thereof. 
21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 
Portions Fourth Section Appl. 2057 et al. (further hearing). 


October 22—Dallas, Tex.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
— territory to Central, Eastern and Southern terri- 
tories 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S. No. 2998—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. eg ae from La. Ry. & Nav. stations to Shreve- 
ast and Bossier City, La 

i. oie No. 3036—Cottonseed Hull Fibre or Shavings from 8S. W. 
= s to Miss. and Ohio River gateways, etc. 

be No. 3067—Cottonseed and other Vegetable Oils from the 
doumviesue to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas C‘om- 
mon points to Baltimore, Md., and Boston, Mass. 

l. S. - No, 3121—Cotton Linters from the Southwest to interstate 
oints. 

14594—American Linseed Co. vs. B. R. & P. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P. et al. 

15425—International —— Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. to 5, incl.)—Armstrong Packing Co. vs. 

& Southern a al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—Lever Brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 

“a ons Sub. No. 1)—American Linseed Co. et al. vs. N. Y. S. & 
. eta 

17339—-C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 


et al. 


18026—Arkansas Cotton Seed ‘Crushers’ Assn. vs. *. ° ‘& Y. et al. 
18379—-Texas Cottonseed Crushers’ Assn. et al. ‘“ A. & R. et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. °%% et *, 
18841—Alabama Cotton Seed Crushers’ Assn. vs. 

18890—-Lever Brothers Co. vs. B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 
19069—-Arkansas Cottonseed Crushers’ Assn, vs. C. R. I. & P. et al. 


19088—The Blanton Co. vs. A. & V. et 7% 

19141—Refuge Cotton Oil Co. et al. vs. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. Il. 2a. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 

19194—-Procter & Gamble Co. vs. 4 & S. et al. 

19245—Procter & Gamble Co. vs. & O. et al. 

19270—Southern Cotton Oil Co. ae ‘Ann Arbor et al. 

19307—National Cottonseed Products Corp. vs. A. & N. W. et al. 

19325—-Southern Cotton Oil Co. vs. A. & R. et al. 

19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. 4 al. 

19551 (and Sub. No. 1)—Rome Soap Mfg. Co, vs, C, I. & W. et al. 








19642—Elberton Oil Mills vs. oer « Caro. _' R. R. et al. 


20068—Graco Milling Co vs. A. 

20108 — Sub. No. 1)—Wilson & Go. 
eta 

20130—Buckeye Cotton Oi] Co. et al. vs. <” & R. et al. 

20142—Portsmouth Cotton Oil Refining Co. A. & R. et al. 

20161—The Best Foods, Inc:, vs. C. R. R. of N. J. et al. 

‘20596—Armour & Company et al. vs. A. &.S. et al. 

20596 (Sub. No. 1)—Wilson & Co., Inc., of atahoum: vs. A. & S. et al, 

ar Agar Plate Glass Co., Linseed Oil Division, vs. Santa Fe 
et a 


#21010—Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S&S. et al. 

21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters,and cottonseed hull fibre or shavings; cottonseed meal, 
cake, etc.;/ and. other vegetable oils. 

21266—Peaslee-Gaulbert Co. vs. A.T. & S. F. Ry. etal. 

. M. Ry. et al., 


Ry. et al. 
ine., of Oklahoma vs. B. & 0, 


21399—Kulin nt:& Varnish Works vs. A. & L 
21508—Swift &*€o. vs. A. & S. Ry. et al. 

October 23—San: Francisco, Calif—R. R. Commission of Calif.: 

* Finance No. 7010—Joint’ Application of Southerm.Pacific Co. and 
Visalia Electric R. R. for authority to the former company to 
acquire control by lease of the Chowchilla Branch of the lat- 
ter company. 


October..@3—Little Rock, Ark.—Arkansas R.*R. Commission: 
Finance. No. 6792—A pplication Miss. RiverWestern Ry. for authority 
to construct and operate line of railroad in Miss. Co., Ark. 


October 23—New York, N. Y.—Examiners Armes and Brennan: 
21116—Hartol Products Corp. vs. C. R. R. of N. J. et al. 
21153—The Tannin Corp. vs. B. & O. R. R. et al. 


October 23—Argument at Washington, D. C.: 
19656—James O’Meara et al. vs. B. & O..R. R. et al. 
19805—-Southern Creosoting Industries vs..A. G. S. R. R. et al. 
= _oe No. 1)—North American Cement Corp. vs. A. bs 

et al. 


October 23—Pittsburgh, Pa.—Examiner Hagerty: 
21268—National Petroleum Association vs. A. C. L. R. R. et al. 

October 24—Milwaukee, Wis.—Examiner Williams: 
21211—Wisconsin Bridge & Iron Co. vs. Ill. Term. Co. et al. 


October 24—Argument at Washington, D. C.: 
i ae s hs 1 and 2)—Certain- teed Products Corp vs. A. & 
; oo © 
16944 (and Sub. Nos. 1 to 3, incl.)—Armstrong Corp. Co. vs. Penna. 
R. R. et al. 


October 25—Washington, D. C.—Examiner Molster: 

* Finance No. 6720—Application Texas & Pacific Ry. for authority 
to acquire control of Texas-New Mexico Ry. by purchase of 
capital stock. 

* Finance No. 6714—In the Matter of Application of Texas-New Mex- 
ico Ry. under Section 20a of Interstate Commerce Act for au- 
thority to issue securities. 

October 25—Chicago, Ill.—Examiner Disque: 

20462—Colonial Salt Co. et al. vs. A. & S. Ry. et al. 
1. & S. 2976 (and ist supplement)—Salt from St. Louis, Mo., and 
related points to Texas. 

October 25—Wheeling. W. Va.—Examiner Hagerty: 

20803—Wheeling Mold and Foundry Co. vs. W. & L. E. Ry. 
October 25—New York, N. Y.—Examiners Armes and Brennan: 
21130—Pittston Paper Corp. vs. L. V. R. R. 
October 25—Argument at Washington, D. C.: 
oy 6706—Construction of line by Prince George & Ches- 
terfie 
Finance No. '6811—Acquisition of control by Seaboard Air Line Ry. 
October 25—Boston, Mass.—Examiner Main: 
* 21279—West Dudley Paper Co. vs. N. Y. N. H. & H. R. R. 


October 26—Argument at Washington, D. C.: 

* Finance No. 6783—Proposed acquisition and construction of line 
by T. & N. O. R. R. et al. 

* Finance No. 6974—Application of Reading Co. for. authority to 
acquire control by lease of the Mount Carmel R. R. 


October 26—New York, N. Y.—Examiners Armes and Brennan: 
21169—General Grinding Wheel Corp. vs. Sou. Ry. et al. 
October 26—Washington, D. C.—Examiner Weems: 
20181—-Superior Zinc Corp. vs. C. R. R. of N. J. et al. 
21311—Federated Metals Corp. vs. Penna. R. R. et al. 
October 26—Minneapolis, Minn.—Examiner Williams: 
21146—Watab Paper Co. vs. C. & N. W. Ry. et al. 
October 26—Minneapolis, Minn.—Examiner Williams: 
* 1. & S. 3185—Grain and grain products from Duluth, Minn., and 
related points to D. S. S. & A. Ry. stations in Michigan. 
October 27—Chicago, Ill.—Examiner Disque: 
21267—-Signal Mountain Portland Cement Co. vs. A. G. S. R. R. et al. 
October 27—Boston, Mass.—Examiner Main: 
21171—-The Otter River Board Co. et al. vs. B. & M. R. R. et al. 
October 27—Minneapolis, Minn.—Examiner Williams: 
aa City Tile and Marble Co. vs. Nelson & Albemarle Ry. 
et a 
October 29—Boston, Mass.—Examiner Carter: 
* a ye Bigelow-Hartford Carpet Co. vs. N. Y. N. H. & H. R. R. 
et al. 


October 29—Argument at Washington, D. C.: 

19911—-Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Sou. Pac. 

20032—Loose- Wiles Biscuit Co. vs. M. & } ww ae R. R. et al. 
20146—Penn Facing Mills Co. et al. vs. R. R. et al. 
20367—Phoenix Horse Shoe Co. vs. C. & 7: sy et al. 

October 29—New York, N. Y.—Examiners Armes and Brennan: 
21190—Valentine & Co. vs. L. V. R. R 


October 29—Boston, Mass.—Examiner Main: 

21265—International Shoe Co. et al. vs. C. R. R. of N. J. et al. 
October 29—Sioux Falls, S. D.—Examiner Williams: 
21247—Brownell Corp. et al. vs. A. T. & S. F. Ry. et al. 
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DENVER, COLORADO 





FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 





LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 


and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 


San Francisco Office, 9 Main Street 


Consider 


the Time 
Element! 


When you ship to the Orient via Seattle on 
“President Liners” you are assured of fast, 
dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. The service is direct and 
frequent with sailings every other Saturday. 
Arrivals each alternate Monday. Thru bills 
of lading issued to all Oriental ports. 


In addition seven express “Cargo Liners” 
to serve you. 







T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, Inc. Gen. Agt. R. W. BRUCE, Gen. Agt. 
1914 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, 
L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 
76 offices in 22 countries at your service 


American Mail Line 


THE TRAFFIC WORLD 



































PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 


From San Francisce From Los Angeles 
Nov. 10 


Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 


Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to ail 
West Coast Mexican and Central American ports. 


—OFFICES— 
140 S. Dearborn St., Chicago, Il. 2 Pine Street, San Francisco, Cal. 


10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Offices 
92 State Street 








Some Good Ideas 
on Shipping— 


are contained in the new Signode 
catalog number 15. Ideas on how the 
other fellow ships. How to get the 
most out of practically every type of 
shipment. New data on carloading, 
use of 2” strapping, etc. Send today 
for the new Signode Catalog No. 15. 







Consolidated Steel Strapping Co. 
2613 N. Western Ave. Chicago, IIl. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture reund wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 
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a1gte (ana Sub. Nos. 1 to 6, incl.)—Legel Oil and Gas Co. et al. vs. 


2 a . Ry. et al. 
* 20674 (Sub. te oe & Merchants Co-operative Oil Co. vs. C. 
M. St. P. & P. R. R. et al. 
October Aly ‘Th. —Examiner Disque: 
21174—Beidster Marble Co. et al. vs. A. A. R. R. et al. 
October 29—-Washington, D. C.—Examiner Curtis: 
ey J esa Sub. 1)—North American Cement Corp. vs. B. & O. R. R. 


Perther hearing.) 
October 30—Sioux Falls, S. D—Examiner Williams: 
* 21203—Traffic Bureau of Sioux Falls Chamber of Commerce vs. Gt. 
Nor. Ry. et al. 
October 30—New York, N. Y.—Examiners Armes and Brennan: 
20356—Times Publishing Co., Inc., vs. Can. Pac. Ry. et al. 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First in- 
sertion, $1 per line; minimum charge $3; succeeding insertions, per 
line, 50 cents; 10 words to the line; numbers and abbreviations counted 
as words; 6 point type; payable in advance. Answers to keyed ad- 
vertisements forwarded free of charge and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
Street, Chicago, III. 

















POSITION WANTED—By experienced freight solicitor 
Louis, Mo., or traveling out of St. Louis. Know the territory. At 
present employed with a railroad in soliciting. Address E. R. G. 

152, care Traffic World, Chicago, IIl. 


POSITION WANTED—Experienced man familiar all phases traf- 
fic work seeking opportunity with industrial enterprise. 
Traffic Manager Manufacturers’ Association eight years. 
tion, commensurate with ability eonsidered. Address A. L. A. 150 
care Traffic World, Chicago, II. 





We Bind The Traftic World 


SO TA WE eM eMEEo 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and y Work Guaranteed 
e also Bind All a of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 





MEMBERS A.W.A. O.VWVA 


i 1 =) =| —) = — 
TERMINAL 


SUILOS BETTER BYSINES. 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and ae All in One Book! 
nd for Sample Sheets 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago 15 E. 26th St., New York 










MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 








PHILADELPHIA, PA. 


DELIVERY 
BREAKING UP 
FORWARDING 
WAREHOUSING 


Complet Service 





Established 1867 


THE TRAFFIC “WORLD 


Chicago's and Ke Kansas City’s Most Modern a 


MERCHANDISE STORAGE and 


POOL CAR CAR 


2000 Carload 
Capacity 


Vol. XLII, No. 1 





‘AR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. 


KANSAS CITY, MO. 


Do You Know =... 


(1) Rent teams and trucks? 


(2) Distribute pool cars? 


(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO, 


Established 1857 





WASHINGTON, 


1020 South Canal Street, Chicage 


D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from J. C. C. BLDG. 


BREAKFAST — LUNCH 
DINNER 





1727 Penna. Avenue N. W. 


Get the facts! 


The growing importance of Dallas and the South- 


west market makes the following reports extremely 
valuable to the traffic executives of expanding 
organizations in all lines—write for any or all of 
1. Market Map of the Southwest. 
2. The Southwest—Six Billion Dollar Market. 
3. Dallas—Distribution Center. 4. Industrial Sure 
5. Dallas as a City in Which to 


them you wish: 


vey of Dallas. 
Live. 6. The Growth of Dallas. 
ration Laws. 


Chamber of Commerce Building, 





INDUSTRIAL DALLAS, Inc., 1148 
Dallas. 


7. Texas Corpo- 





lustrial and Distribution Center 
tre Set cee Per ellos People 
-Su Billion Dollar Market eeeee 





“OPPORTUNITIES 


In Traffic Management” 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 


This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to 
the man who knows. Spare time study 
and the will to succeed have pushed 
scores of traffic employees up the ladder 


of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field — “ad poo 
mand salaries of $5,000, $7, 
and better. Investigate! Send for ‘his 
free book y. Find out how you can 
qualify for these higher positions through 
and guid- 
ree copy of 
ment.” 


le home-study traini: 
ance. Write now for your 
ae in Traffic 
Address— 


LaSalle Extension University, Dept. 1095-T Chicago, IIl. 


UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


1004-26 Spring Garden Street 





Dally Delivery Service im Philadelphia a98 So > Semeunting 


Tewns at 


Minimum Delivery C 
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Strategic Points of Operation 
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At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 












BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER Pag on go 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 


M. Richardson, Gen’l Manager & Treas. 


10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 

J. A. Moore, Manager 

Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 

W. S. Bishop, Gen’! Manager 

Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ WAREHOUSE CoO. 


Snowden Henry, Supt 
10 Chestnut Street, Philadelphia 





RICHARD D. JONES, Western Traffic Mgr. 
‘1646 Transportation Bldg., Chicago 
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W. B. McKINNEY, Sec’y and Treas. 
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Offers a Highly 
Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 


Canadian Pacific Railway 
Canadian National Railways - 
Quebec, Montreal & Southern.... 
Boston & Maine 

Boston & Albany 

Pennsylvania 

Lehigh Valley 

Central R. R. of N. J. 


Eri 


via Rouses Point, N. Y. 


via Mechanicville, N.Y. 
via Albany, N. Y. 


via Wilkes-Barre, Pa. 


} via Binghamton, N. Y. 
via Owego, N. Y. 
And Their Connections. 


f \ y é Our nearest representative will, if given opportunity, render you 
Li 1 AUK Mp HELPFUL SERVICE 
Afth el) All D. & H. Traffic Agencies are furnished information daily relative 


to junction passings. The Agency nearest you will keep you advised 
of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, Fe ood 3-11-41 ONEONTA, N. Y¥.—Telephone 1500 


- x ckley, Division Freight Agent, 


H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Mente Pickens, Jr., Commercial Agent, 
930 Healey Building 
BOSTON, MASS.—Telephene Liberty 4106-4107 
- H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 0853 
as. Vandenbe: General Agent, Freight Dept., 
722 Ellicott Square Building 
CHICAGO, ILL.—T one Wabash 8994 
Cc. H. Clark, Gene Agent, Freight Dept., 
1101-02 Utilities Building, 
327 Seuth La Salle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimens, General Canadian Freight Agent, 
106 Drummond Bldg., 1117 St. Catherine St., West 
— oe N. Y.—Telephone Whitehall 5648 and 


Cc. G. Howl General Agent, Freight Dept., 
1446-48 Woolwerth Building, 233 Broadway 


"191 Main Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 


- H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 


PITTSBURG, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight Dept., 
513-514 Bessemer Building 


PLATTSBURG, N. Y.—Telephene 698 
E. H. Dew, Division Freight Agent, 
101 Bridge Street 


SCRANTON, PA.—Telephone Bell 2-8751 
J. J. Coyle, Division Freight Agent, 


D & H Passenger Station 


ST. LOUIS, MO.—Telephone Chestnut 9178 
J. B. Stewart, General Agent, Freight Dept., 
1021-1022 Pierce Building 


TROY, N. Y.—Telephone 765 


F. J. Forster, Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 
ier, A Gen. Freight Agent, Albany, N. Y. 


. A. 
. W. Nyland, Coal Freight Agent, . N. Y. 
General Traffic Manager, Albany, 


« NY 
F. Perry, Assistant to 


Y. 
Albany, N. Y. vce 
N 


. E. Roberts, Assistant General Traffic Manager, Albany, N. Y. 


Cc. E. ROLFE, 
General Traffic Manager 


ROUTE OF 


J. T. LOREE, 
Vice-President and General Manager 


ALBANY, N. Y. 


THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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“A Good Story 
about the ERIE” 


“It was worth money to us.” 


When a shipper voluntarily testifies that Service 
put money in his pocket—that really means something. 


When Kane & Lundy, of New York, faced some 
embarrassments because of the slow movement of a car 
of fancy slate, needed in the landscaping at the new 
Tuxedo Club at Tuxedo, N. Y., they naturally turned 
to The Erie. 


“We think your service is unequalled for prompt 
delivery,” wrote Mr. Noel T. Kane. “It was worth a 
considerable sum of money to us to get this material 
on the job. The Erie did itself proud in making up 
for the unfortunate delays of others.” 


HIP exc RAVE 
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THE INLAND WATERWAYS CORPORATION 
The Secretary of War, Governor Major General T. Q. Ashburn, Chairman of the Board 


Operating the 
Mississippi-W arrior Service 
FEDERAL BARGE LINE 








A REASON WHY BARGE RATES 
ARE LOWER 


A railroad buys its right-of-way, constructs the tracks and maintains both—all for one purpose—to 
operate exclusively thereover. No other carrier may use the property and facilities without paying the pro- 
prietary railroad. The track structure of some railroads exceeds fifty per cent of their gross investment, 
while the return earned thereon plus maintenance in some instances equals twenty per cent of the total 
revenue. All such expense may be reflected in the transportation rates charged. 


On the other hand, the Government has set aside navigable waterways as public property, just the same 
as National forests and National parks, to be used by all. For more than fifty years Government funds 
have been annually expended to maintain the Mississippi River for free navigation by any one, whether 
operating pleasure craft, freight boats or passenger vessels. Railroads for many years have taken advantage 
of this free right-of-way by operating car ferries at various crossings on the lower Mississippi River. They 
are not required to pay for use of the river since it is public property open without toll to all alike. 


The Federal Barge Line uses the river on the same basis. Having a natural advantage in a free right- 
of-way its costs are less, and the barge rates are consequently lower than those which the railroad is able to 
quote. 
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All inquiries are promptly and courteously answered. You can address the nearest representative. 


J. P. Higgins, Traf. Mgr. (Solicitation) W. M. Hough, Traffic Manager 
1204 Federal Commerce Trust Bidg., 320 Magazine Street, 
Saint Louis, Missouri New Orleans, Louisiana 
H. E. Ruddiman, Asst. Traf. Mgr. (Solicitation) C. E. Becker, Asst. to Trf. Mgr. (Solicitation) 
521 Austin Building, 320 Magazine Street, 
Chicago, Illinois New Orleans, Louisiana 
Birmingham, Ala., Dallas, Texas, Memphis, Tenn., Saint Louis, Mo., 
822 Brown Marx Bldg., 2610 S. Ewing St., 1201 Cotton Exchange Bldg., 1207 Fed. Com. Trust Bldg., 
N. W. Guice, Gen. Agt. L. W. Carson, Trav. Frt. Agt. H. T. Anderson, Gen. Agt. J. F. Ward, Gen. Agent 
Chicago, IIl., Houston, Texas, Minneapolis, Minn., Saint Paul, Minn., 
521 Austin Bldg., 2601% Isabella St., 523 Marquette Avenue, 1417 Pioneer Bidg., 
W. F. Johnson, Gen. Agt. J. H. Golden, Comm. Agt. G. E. Helwig, A. G. F. A. Elmer Cordes, Gen. Agt. 
Cincinnati, Ohio, Los Angeles, Calif., Mobile, Ala., San Francisco, Calif., 
1413 Union Cent. Life Ins. Bldg., 807 Pacific Electric Bldg., 315 Van Antwerp Bldg., 415 Customhouse, 


R. L. Thompson, Comm. Agt. Cc. G. Krueger, Comm. Agt. H. M. Wilson, Comm. Agt. T. B. Esty, Pac. Coast Rep. 
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Even an Old Shipper 
Must Learn New Tricks! 


‘‘Competition is the life of trade—it is also the death of 
traders. . . . Change is the immutable law. .. . Eternal 
adaptability is the pricaof survival. ...’’ (Merle Thorpe in 
Nation’s Business.) 





Yesterday is yesterday. No longer is it safe to pay tribute to Write for a copy of the 





habit! And yet how many shippers still route their trans- a ee See 
Pacific cargoes via South-Pacific ports because it was once the formation and data valu- 
only way to reach the Orient or because they are still laboring able = — managers, 
under the impression that it is the ‘‘natural’’ way to reach oan, Eeaeieinandalines 
‘ Oriental markets. interested in trading 


with the Orient. It’s free 


Old shippers—and young—will learn a new and valuable oe a cae 


trick from a study of the above map. It is more than just a 
picture. It contains a message of vital interest to traffic 
managers—its significant figures are worthy of careful study 
by anyone interested in the great markets of the Far East. 
It points out distribution advantages and shipping economies 
and selling advantages which no institution attempting to 
enter or control the tremendous Oriental markets can afford 
to ignore. 


Eternal adaptability is the price of survival—and even the old 
shipper must learn new tricks. 


Why not profit by the advantages this route affords you? 








For specific information address: t Bell Street Terminal 
Traffic Department : SEATTLE, WASHINGTON 
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AS I SEE IT 


By Mac 
Shipper’s Traffic Man 


I’ve found that most roads are trying hard to give 
dependable and rapid service. They’ve done a 
good job in meeting the conditions. 


But in these days when a shipper’s traffic man is 
being crowded to get the goods through on sched- 
ule we need something extra good in service to 
back up to. 


“Where is that shipment, Mace When will it 
arrive?” ‘That’s what I hear through my work- 
ing days and sometimes in my sleep. 


The Soo Line is a big help to me im answering 
questions. They have a system of passing reports 
that keeps them posted on where the car is and 
when it will arrive, and they pass me the informa- 
tion promptly. 


That’s the extra good service that I need, espe- 
cially in these days when things are rolling fast 
over my head. 


VANCOUVER 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


THE TRAFFIC WORLD 






Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. 


Buffalo, N. Y., 504 Iroquois Memphis, Tenn., Porter Bld 


Bldg. Milwaukee, Wis., 68 East Wisconsin Ave. 
Chicago, Ill., 1630 Bankers Bidg., Clark and Adams. Minneapolis, Minn., Soo Line Bldg., 5th 


Chippewa Falls, Wis. St. and Marquette Ave. 

Cincinnati, O., 709 Traction Bldg. Neenah, Wis. 

Cleveland, O., 915 Union Trust Bidg. New York, N. Y., 1550 Woolworth Bldg. 
Detroit, Mich., 2243 First National Bank Bldg. Omaha, Neb., 725-26 W. O. W. Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. J., 250 Bloomfield Ave. 
Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. Philadelphia, Pa., 1500 Locust St. 
Indianapolis, Ind., 430 Merchants Bank Bldg. Seer mow Pa., 2041 Oliver Bldg. 

Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. 


ROUTE YOUR FREIGHT - 








destinations must be accompanied by ship- 


agent at initial point_with the shipment and 
accompany same to Canadian port of entry. 










To avoid delay, shipments for Canadian 





ers’ export declaration made in triplicate. 
his document must be delivered to railroad 








SAULT SAINTE MARIE 











MANITOWO® 





SAINT PAUL 





MILWAUKEE 









CHICAGO 








St. Louis, Mo., 2050 Railway 
Exch. g. 

St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 

San Francisco, Cal., 681 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 5564 Stuart ~~ 

Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Superior, Wis. 

Tacoma, Wash., 1113 Pacific Ave. 

Waukesha, Wis. 

Winnipeg, Man., 603-604 Lombard Bldg. 












CARE SOO LINE 





Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 


(Continued from October 13th issue) 
CHAPTER X. 


The Job They Had Undertaken 
The freight via Cape 
Horn to San Francisco on 
the first locomotive pur- 
chased by the company 
was $2,282.25. It was fre- 
quently necessary, how- 
ever, during the later construction, in 
order that the work might not be delayed, 
to bring shipments by way of the Isthmus 
of Panama. Transportation costs over 
this route were very heavy. The freight 
charge alone on rail, as late as 1868, was 
$51.97 a ton. This made 
SO 





the cost of the rail, de- 
livered at Sacramento, 
$143.67 a ton. 


The war had the effect 
of advancing transporta- 
tion costs 275 per cent. 
Here are some of the 
freight rates the Central 
Pacific had to pay via 
the Isthmus: On one lo- 
comotive freight charges 
totaled $8,100. On one 
shipment via the Isthmus 
of 18 locomotives, the 
freight charge was 
$84,466.80, or more than 
$4,692.50 each. 


They had to have loco- 
motives right away. 
Power was necessary to 
supply the materials 
needed for construction. The first ten 
engines purchased by the Central Pacific 
Railroad Company cost more than $191,- 
000; the second 10 more than $215,000. 


Not only was all the material of rail- 
road construction demanding high prices. 
Labor also was uncertain and expensive. 
California’s laborers were nearly all 
miners. Mining was more to their liking 
than the discipline of railroad work. 
When they “hired out” it was usually for 
the sole purpose of getting a “stake” with 
which to go prospecting for gold. They 
were indifferent and independent. Their 
labor was costly. 

To these difficulties was added the dis- 
turbing excitement of frequent “strikes” 
and the feverish activity along the Com- 
stock. lode, where any able-bodied man 













Where they reach 


THE TRAFFIC WORLD 


FROM TRAIL TO RAIL 


A History of Southern Pacific 


could get more than $4 a day. Labor suf- 
ficient for the rapid construction of the 
Central Pacific was not then on the coast. 
Such labor as there was could not be de- 
pended on. The first mining excitement 


meant a complete stampede of every man 
on the job and a consequent abandon- 
ment of work for the time being. During 
the White Pine “excitement” 2,000 labor- 
ers were shipped across the mountains to 
Humboldt by the builders of the Central 
Pacific before they were able to get 100 
to stay on the job. Most of them signed 
on just to get transportation across the 
mountains. 

Then there was the difference in the 
value of money the builders were able to 
borrow and from the sale of bonds, and 
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the money they had to pay for the work 
on the Pacific Coast. 


Bonds Below Par 


The construction was carried on from 
1863-70, during the period when the 
United States government was under the 
extraordinary financial conditions which 
prevailed during and immediately after 
the Civil War. Specie payments were 
suspended from December 20, 1861, until 
January 1, 1869, and the government 
bonds issued to the Central Pacific dur- 
ing that period were only saleable at 
about 74c on the dollar in the currency 
of the time. 

During that period all expenditures on 
the Pacific Coast, including those for la- 
bor and supplies, had to be in gold. The 
combination of bonds at 75c in currency 
and gold prices of currency being very 
low during this period, added seriously to 
the grave difficulty of financing. 

The gold value of currency. during the 


(Advertisement) 
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construction period, that is from 1863 to 
1869, ranged from $83.68 to $35.09, an 
average for the entire period of $67.42. 

The following table gives the record by 
years from 1863 to 1870: 


Year High Low Average 
1863 $81.88 $57.97 $68.90 
1864 66.01 35.09 49.20 
1865 77.78 42.78 63.60 
1866 80.00 59.61 71.00 
1867 75.76 68.32 72.40 
1868 75.69 66.67 71.60 
1869 83.68 61.54 75.20 
1870 90.91 81.14 87.00 


The farther up the sides of the Sierra 
the road was built, the more trouble could 
be expected during the winter months 
from the snow. Not the least interesting 
part of the story of the first transconti- 
nental railroad is_ the 
way in which this was 
met and mastered. It is 
sufficient to say here 
that snowdrifts varying 
in depth from 20 to 100 
feet failed either to 
halt the progress of 
the work or interfere 
later with the operation 
of the road. 

The builders of the 
Central Pacific had to 
scale the Sierra by a 
narrow dividing ridge be- 
tween the American and 
Bear rivers, which al- 
lowed little variation of 
the line and made gradi- 
ents exceedingly difficult. 


Granite Mountains 


The ascent was 7,000 
feet in 100 miles, and the 
difficulties to be over- 
come were such that only 
the stoutest hearts would 
have undertaken the con- 
quest. There was the cutting and carv- 
ing of granite mountains, whose sides 
were irregular and corrugated with deep 
valleys and high intersecting ridges. Miles 
of this granite had to be tunneled, miles 
more cut down to make way for the iron 
rail. There were steep precipices to be 
rounded, hundreds of feet of culverts to 
be constructed, miles of trestlework to 
be built, depressions filled, embankments 
raised, bridges thrown across deep 
chasms; all of this repeated over and 
over again up the rugged mountain side 
from the valley of the Sacramento to the 
summit of the Sierra, a mile and a half 
above the level of the sea. 


It was the biggest job in the world at 
that time and it’s little wonder the world 
doubted the possibility of its being car- 
ried to a successful finish by four coun- 
try merchants in a land that lacked 
money, men and materials. 





(To be continued in November 10th issue) 
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